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Look Before You Locate 


Starrett Lehigh Building, bounded by West 26th and 
West 27th Streets and 11th and 13th Avenues, New 
York City, affords an excellent location for manufac- 
turing and distribution. 


IT HAS — 
® Lehigh Valley Railroad freight terminal on street level. 
Freight elevators direct to platform in rail yard. 


® Truck elevators to all floors with convenient truck pits, 
offering street floor facilities throughout the building. 


® Floor areas, 52,000 to 124,000 sq. ft. Smaller units may 
be leased. 


® Low insurance rates. 
® Live steam for manufacturing purposes. 
® Fast passenger elevators. 


® Restaurant and barber shop. 


INVESTIGATE THE ADVANTAGES OF THIS BUILDING 


You will find it easily adaptable as your Eastern manu- 
facturing and distributing plant, sales and display 
offices. It is situated on wide thoroughfares in the 
center of Manhattan. 


Nationally-known concerns, already occupants of the 
building, have been able materially to lower their New 
York operating costs and at the same time increase 
their efficiency. You, too, can save here. 

Write or telephone for descriptive booklet. 


Starrett Lehigh Building 


D. R. CROTSLEY, Manager, 60] West 26th Street 
Telephone: CHickering 4-5520 
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Within 250 miles there reside :— 


One-third of the population of the United States. 


The richest producing population in the United DITOR 
States. 


The greatest consuming population in the United URRE! 
States. 
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Harbor—30 ft. deep with 1,000 ft. turning basin; 


143 miles from sea. 

Channel—27 ft. deep; in unobstructed tidal river. 
Docks—5,000 ft. with shipside trackage. 
Sheds—Sprinkler protected fireproof construction. 
Grain Elevator—13,000,000 bu. storage. 
Accessible to 85% of world’s ocean carriers. 


Port District Railroad connecting with trunk rail- 
roads serves water front. 


Industrial Area—pavement, water, sewers, power 
and rail facilities. 


For complete information address: 


Albany Port District Commission 


74 Chapel Street, Albany, N. Y. 


S. Market St., Chicago, Ill. Entered » 


second class matter January 4, 1913, at the postoffice ‘at Chicago, IIl., under the Act of March 3, 189. 
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WHEN YOU WANT 


SERVICE TO OR THROUGH 


“SERVICE” on the Frisco means . ys fe) ARKANSAS 
Vv 


speed, of course. But it means lots ) A: OKLAHOMA 

; Sy > KANSAS 
of other things. It means care ’ TEXAS 
and the personal interest of a large, 4 pronereerd 
well-trained staff throughout the y ALABAMA 
nine states served. It means day in FLORIDA 
and day out dependability. Ask 


the traffic managers whouse ‘“‘FFF”’! 
St. Louis-San Francisco Railway Co. 
J. R. Coulter 


General Traffic Manager N 
St. Louis, Mo. ‘OU PENSACOLA 
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Traffic Management 
Home-Study | 



















OU know as well as we do that 
Trafic Management TODAY is 
one of the important depart- 
ents of business—that it is a pro- 
esion offering unusual opportu- 
nities to the man qualified to accept 
hem. You know also that it is a 
growing and dignified field of work, 
paying many men three, five and 
seven thousand dollars a year and 
more. 
The only question is—just how 
practical is it for you to train your- 
self adequately in Traffic Manage- 
ment through home-study? 

And the answer lies in the LaSalle 
Problem Method. 

For this modern plan of training 
not only makes Traffic Management 
study at home thoroughly practical 


but makes it interesting as well. 
And here’s how: 


You Learn by Doing 


Suppose it were your privilege every day 
to sit in conference with the traffic man- 
ager of your company or with a successful 
commerce practitioner. Suppose every 
day he were to lay before you in system- 
atic order the various problems he _ is 
compelled to solve, and were to explain 
to you the principles by which he solves 
them. Suppose that one by one you were 
to work those problems out—returning 
to him every day for counsel and assistance— 


Granted that privilege, surely your ad- 
vancement would be faster by far than 
that of the man who is compelled to pick 

up his knowledge by study of theory alone. 

Under the LaSalle Problem Method you 
pursue, to all intents and purposes, that 
identical plan. You advance by solving 
problems. 

Only—instead of having at your com- 
mand the counsel of a single individual— 

a one traffic expert—you have back of you 
the | organized experience of the largest 
business training institution in the world, 
the authoritative findings of scores of able 
traffic executives, the actual procedure of 
successful practitioners. 


Thus—instead of fumbling and blun- 
dering—you are coached in the solving 















of the very problems you must face in the 
higher traffic positions. Step by step, you 
work them out for yourself—auntil, at the 
end of your training, you have the kind of 
ability and experience for which business 
is willing and glad to pay real money— 
just as it was glad to pay these men.* 


Five Men Who Tested and 
Proved It for You 


For instance, there was the New England 
traffic clerk—with two years’ experience— 
whom LaSalle Traffic Management helped 
move up to Traffic Manager and to a 
salary increase of more than 100 per cent. 


There was the railroad clerk in Ohio 
who, through LaSalle training, became 
Traffic Manager of a great organization 
with a salary many times his highest ex- 
pectation as a clerk. 


And another railroad clerk—this time in 
the East—who was earning $55 a month and 
now has an income of more than $10,000 a 
year as head of his own traffic bureau. 


Another man—this one already a suc- 
cessful, experienced traffic manager—with 
the help of his LaSalle training cut his 
firm’s freight costs from four per cent of 
gross sales to two per cent—on a sales 
volume running into millions—and his 
salary was more than doubled. 

A fifth man—an assistant purchasing 
agent—seeing the need of a traffic depart- 
ment for his firm, took LaSalle Traffic 


*Names and addresses given on request 


LaSalle Extension University 


LASALLE EXTENSION UNIVERSITY, Dept. 995-TR, Chicago, Ill. 

Please send me, free of all cost or obligation, your 64-page illustrated book, “The World 
of Transportation Could Not Operate Profitably Without Traffic Management,” and the facts 
about your training for success in that field. 


made interesting and practical thru problem method 


Management training and sold the firm 
on the value of creating such a depart- 
ment. The new department promptly pro- 
ceeded to save money for the firm—as 
high as $50,000 a year—and the new 
manager was rewarded accordingly. To- 
day he is Director of Traffic and Assistant 
to the General Works Manager—with sev- 
eral traffic men under his direction. 


LaSalle-Trained Traffic Men 
Everywhere 


LaSalle traffic men are found wherever 
traffic men find a field for their services. 
They are in important positions, from the 
Atlantic to the Pacific and from Mexico 
to Canada. They are serving commercial 
and industrial organizations, both large 
and small; railroads and other transporta- 
tion companies; chambers of commerce; 
trade associations and state and federal 
commissions. They are officers and active 
members of traffic clubs and national 
traffic organizations, and registered prac- 
titioners before the Interstate Commerce 
Commission. LaSalle-trained traffic men 
are successful traffic men, occupying posi- 
tions of importance, participating daily 
in the handling and settlement of difficult 
traffic and transportation problems—and 
they are being paid accordingly. 

The statement has been made by one 
authority, “No other educational institution 
has contributed so much to the upbuilding 
of the traffic profession as has LaSalle. That 
the traffic manager has advanced from a 
‘job’ to a ‘profession’ may be credited, in 
large part, to the broad gauge training thou- 
sands of traffic men have received from this 
single source.” 

And knowing these facts, ask yourself 
if there can be any further question about 
the practicability of this training for you 
—ask rather if the real question is not about 
the size of your own ambition and the 
quality of your determination. 

For Traffic Management is no magic 
wand for the lazy or the fearful or the 
quitter—it offers success only to the alert 
adult who has the courage to face the 
facts and the will to carry on till the job 
is done. 

If you are that individual, the coupon 
below, filled out and mailed, will bring 
you free the information that can open up 
to you the future of which you have 
dreamed—ability and income and success. 


Is it not worth getting that information? 
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World’s Greatest |.) 


OLD MELROSE 
YARD 


Market! QU ke; 


130™ ST. 
STATION 


WMS SEN 


a a 15-mile radius of New York’s City 
Hall are the homes of ten million people. 
The tracks of the New York Central Railroad offer 
you direct access to this, the largest and richest con- 
sumer market in the world. Its strategically located 
freight stations provide swift, economical distribu- 
tion throughout the Metropolitan Area. 

New York Harbor, Gateway to the Markets of 
the World, is the terminus or chief port of call 
for most of the world’s ship lines. Here, day and 
night, the tugs, floats and lighters of the New York .; roa 
Central’s Marine Department are busy loading and F jar aps sear 
unloading export, import, coastwise and intercoastal : 
freight. Pier stations in Manhattan, Brooklyn and 
Queens, and a great rail and water terminal on the 
New Jersey shore iat Weehawken, serve this active 
world port. 

YOUR BRANCH PLANT, YOUR WARE- 
HOUSE, located on the New York Central’s new 
freight line on the West Side of Manhattan, or on one seven: ee 
of the other valuable industrial sites which the Rail- Yee” Station 


road has to offer, will bring this market to your door. 7B rvrton 
TERMINAL 


PASSENGER 


MMU hi 
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NEW 
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ST. JOHN'S 
PARK STATION 


7 JAY SU TERMINAL 


Write W. R. Dallow, Industrial Agent, | TERMINAL : 


New York Central Railroad, 466 Lexington 
Avenue, New York, for complete information. 


NEW YOR 


ATLANTIC 
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VOLUME LVI 


Our Platform 


Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
the use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 

An Interstate Commerce Commission composed of 
j® men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
i agencies the adequate revenue prescribed by sound public 
policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





\S 








RAILROAD CONSOLIDATION 





i 
. ITHOUT in any way meaning to commend the 
particular plan offered by C. R. I. and P. pre- 
ferred stockholders for the consolidation of that road 
with the St. Louis-San Francisco and the Chicago and 


Eastern Illinois, either as to its financial aspects or its 
physical advantages, we still may say that it affords an 
example of the kind of thing that, in our opinion, must 
come to pass if the railroads are to continue to operate 
under private ownership. 

We know that, in times past, we have opposed 
railroad consolidation, except as it might come about 
naturally and with the approval of the Interstate Com- 
merce Commission as being in the public interest, and 
that is still our position in the main; but times have 
changed and the financial condition of the railroads at 
this time is such as to suggest that, perhaps, things 
might be considered “natural” now that formerly, in 
more prosperous days, were not; the same thing applies 
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to consideration by the Commission as to what is or is 
not in the public interest, since it is certainly in the 
public interest for the railroads to continue to operate 
under private ownership; if, then, they cannot so con- 
tinue without a degree of consolidation that may for- 
merly have seemed artificial or foreed, consolidation 
obviously would seem to be in the public interest. 

We are not going to the length that we believe now 
that there should be an enforced plan of consolidation of 
all railroads in accordance with some 
commission’s ideas; in the first place, we do not believe 
that compulsory consolidation is constitutional—though 
we realize that this is an objection that does not weigh 
much these days; in the second place, a cut and dried 
plan of that sort always does as much harm as good 
and, once it is in effect, it is difficult to return to former 
conditions after it fails. But we do think that railroad 
owners and operators themselves should, in their own 
interest, be a little more favorably disposed to consolida- 
tion now than they formerly were, and that a little more 
leeway should be allowed them—if they ask it—by the 
Interstate Commerce 


some one’s or 


Commission. 

If the railroads will regard themselves as an indus- 
trial unit in danger of perishing, instead of as a number 
of competing lines, each ready to profit by the other’s 
misfortune, or at least each hopeful that it will not go 
down in the struggle, though others may, they will, 
doubtless, be able to find many opportunities for prac- 
tical consolidations that have not previously occurred 
to them, and will find in them the possibility of great 
saving without greatly impairing service—if, 
service is impaired at all. 

But here the shipper must also be willing, if neces- 
sary, to take a little less than he has had in the way of 
multiplied service, if he is to keep what it seems to us 
should seem to him most important—the maintenance of 
a privately owned and operated system of railway trans- 
portation. The more he balks at railroad economies and 
unifications achieved in the interest of self preservation, 


indeed, 


the more possible he makes government ownership— 
which is the alternative if the railroads fail. We are not, 
of course, saying that they will fail if they do not take 
to consolidations, but we are saying that more general 
consolidation is a way of meeting danger and avoiding 
catastrophe, 

scale, but resulting, we 


Consolidation on a small 
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believe, in much economy, might be accomplished readily 
by the railroads, if, being consolidation-minded, they 
were to meet in that spirit and agree at least to turn 
over to their competitors under suitable arrangements, 
those parts of their lines that project into their competi- 
tors’ territories. In many cases, no doubt, such a plan 
would “break even” for those participating; in others 
there might be loss or gain on one side or the other, but 
the point is that there would be a general saving, and 
that is what is needed. 

Though, as we say, we are not commending the par- 
ticular plan that gave rise to these comments, it, never- 
theless, offers many points of interest. In the first place, 
it is said to be the first plan presented under the amended 
section 77 of the federal bankruptcy law. It 
plates a capitalization of the three properties at approxi- 
mately $800,000,000, and the reduction of fixed charges, 
for the first five years of the life of the consolidated 
company, to about $2,600,000 a year. Such a fixed charge, 
it is asserted, would have been earned, on an average, 
two and two-thirds times in each of the depression years. 


contem- 


No new loans from banks or the RFC or any other 
governmental agency are provided for in the plan. Uni- 
fied operation of the 15,000 miles of lines embraced in 
the three systems, according to the committee, would re- 
sult in saving of expense and increased utilization of the 
existing facilities, but such reductions in facilities as 
would be made would be unimportant. 

The Harrison committee, it is said, represents more 
than 4,000 Rock Island preferred stockholders, owning 
about 40 per cent of the outstanding $54,000,000 of stock. 
This outright consolidation of the three properties, the 
committee said, would, in some degree, affect most of the 
securities of each of them. It is asserted that, from the 
point of view of existing security holders, the plan is 
unique in that it would endeavor to protect the principal 
of.mortgage bondholders and ultimately repay it in full, 
It is asserted that the plan would set up real provisions 
for paying off debts of the existing companies and that 
one guiding principle that has been adhered to is not to 
dilute or subordinate the claims of existing creditors by 
placing material new obligations ahead of them. 

Under the plan, first lien bondholders, generally 
speaking, the committee said, would be asked ‘to re- 
schedule their maturities and, in some cases, accept a 
modification of interest payments. The small amount of 
C. & E. I. equipment trust notes would be assumed with- 
out material modification, while the similar issues of 
Frisco and Rock Island notes would be funded into a 
new series with the same coupon rate and the same ag- 
gregate amount of equipment. A mandatory sinking 
fund would be provided for the latter instead of specific 
schedules of maturities. That requirement would be ex- 
pected to retire Frisco and Rock Island equipment trust 
notes in about 10 years. 

In respect to junior lien bondholders, the plan antici- 
pates the creation of one new major mortgage issue for 
the payment of the greater part of them. According to 
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the committee, the treatment of junior lien bondholdey 
would be particularly liberal in view of the fact tha 
stockholders would be asked to raise $4,700,000 in ney 
money to bring about the consolidation. Unsecured objj. 


gations such as the Rock Island debenture 414’s, woulj 


uniformly be exchanged at par for new preferred stock 
Plans for the further financing of the company provid 
for the following: 

Holders of both classes of Rock Island preferred stock wij 


get one-half share of new preferred and one new $50 par con. 
mon share on payment of $2.50 a share. 


Holders of Rock Island common will receive one new $5) 
par common share for one $100 par common share now hel 
on payment of $2.50 a share, non-participants to receive an 
amount roughly equivalent to about $20 par value for every $1) 
par value, now held. 


Frisco preferred and common stockholders share equally ip 
the plan, receiving half a share of new $50 par common for 
each old common share held, upon payment of $1.25 a share. 


C. & E. I. preferred stockholders will receive half a share 
of new $50 par common with no payment required and another 
half share on the payment of $1.25 for each such half share, 
C. & E. I. common stockholders will receive half a share of 
new $50 par value common for each share held upon the pay. 
ment of 1.25 a share. 

In all of the above cases it is proposed to reserve some 
stock for issuance gratis to stockholders not wishing to pay the 
pro rata reorganization expenses. 


The proposed capitalization of $800,000,000 would 
be divided as follows: Mortgage bonds, underlying liens, 
$179,000,000; junior liens, $828,000,000; equipment trust 
notes, $47,000,000; eight-year secured notes, $39,000,000; 
preferred stock $106,000,000 ; common stock, $100,000,000. 

This plan would bring about a capitalization of the 
new system at about $54,000 a mile. The Santa Fe 
capitalization, it is pointed out for purposes of compari- 
son, is about $50,000 a mile and that of the Burlington 
about $42,000. Only two roads in the country, the Maine 
Central and the Bangor and Aroostook, can show com- 
parably modest capitalization, the Maine Central’s $51,- 
600 and that of the Bangor and Aroostook, $45,000. 

The Harrison plan would bring the three roads into 
the union that existed under a holding company from 
1902 to 1913, but which came to an end when financial 
troubles arrived. Under the Commission’s plan for con- 
solidation of railroads into a limited number of systems, 
the St. Louis-San Francisco and the Rock Island are in 
system No. 12; the C. and E. I. was first placed by the 
Commission with the Chicago and North Western and 
later assigned to system No. 6, the Chesapeake and Ohio- 
Nickel Plate system. 

One of the parts of the plan contemplates the setting 
up of reserves for retirement (in addition to the deprecia- 
tion account), for abandonment of line, for accounting 
adjustments, and possible reduction in valuation of as- 
sets. Among the latter, one specific reserve of $71,000,000 
would be set up against any possible revaluation of 
Frisco assets. The total reserves contemplated are some- 
thing more than $132,000,000. Another point in the plan 
calls for a shortening of the maturity, by 25 years, of 
the maturity of the Rock Island general 4’s of 1988, in- 
stead of letting the issue stand, which, according to the 
committee, was the custom in former reorganizations. 
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Current Topics in 
Washington 





A literal administration of 
the motor carrier act, 1935, would 
produce mental anguish in the 
Commission and also provide that 
generous parking space that is 
almost as illusive as the pot of 
gold at the end of the rainbow. The Commission, as in duty 
pound, has circulated among its employes section 205(j) of that 
act. It reads as follows: 


Abundant Parking 
Space Around the Com- 
mission Building Possible 


No member or examiner of the Commission or member of a joint 
poard shall hold any official relation to, or own any securities: of, 
or be in any manner pecuniarily interested in, any motor carrier 
or in any carrier by railroad, water, or other form of transportation. 


If an automobile is not “other form of transportation,” it 
might be asked, ““what is it?” 





Whether Huey P. Long, Senator from 
Louisiana, or J. R. McCarl, Comptroller Gen- 
eral of the United States, is the more irri- 
tating person is a question not easily an- 
swered by those in the Commission who are 
particularly interested in motor carrier regu- 
lation. Each, it is believed, can obtain, by application, not a 
Cross of War but a Cross of Disgust, with palms, too, at any 
of several places in the Commission. 

Huey, by his filibuster, prevented, among other things, the 
receipt by the Commission of an appropriation for motor regu- 
lation, in the regular way—that is, by act of Congress. McCarl 
is suspected of having held up an answer as to whether money 
might be had by some other method for that purpose, as for 
instance, the switching around of funds already appropriated. 

The failure of the appropriation bill was a definite fact 
August 27. Immediately thereafter, the Commission asked 
whether it might not switch around the funds that had been 
appropriated for it. It addressed its inquiry to the Bureau of 


A Question 
of Comparison 


in Irritation 


the Budget. An answer was expected, so some of those in- 
terested suggested, in a few hours. But none came even in 
a few days. 


Passage of time without receipt of an answer suggested 
that the question had got to the desk of Comptroller General 
McCarl. There is no “black beast” in the eyes of government 
officials half so black as the Comptroller General. How he holds 
on to.a question placed before him while he and his assistants 
paw over their law books! There is nothing obstinate in the 
world that furnishes an adequate comparison with which his 
tenacity, stubbornness, or mulishness may be compared, in the 
estimation ef government officers who have asked him to per- 
mit them to do something in the interest of social security or 
the uplifting of mankind, even if it might be suspected that 
it would not be in exact accord with the “technicalities” of the 
law. Always whatever, according to the view of the Comptroller 
General, stands in the way, is a mere technicality in the eyes 
of the man or office desiring to do something for which Con- 
gress failed to make provision. 

After a week had passed without any word from high 
Olympus, those interested found it hard to shake their heads 
for the enlightenment of those who were curious enough about 
the matter to make inquiry concerning it. As the second week 
after the making of the inquiry began crawling past those in- 
terested were hoping someone would send McCarl one of those 
pictures showing a child asking a Newfoundland dog: “Can’t 00 
talk?” 


According to the Chamber of Commerce 
of the United States, the fear that ‘‘pro- 
gressive improvements would permanently 
displace jobholders has persisted for about 
200 years.” As an aside it may be sug- 
gested that the fear is much older than 
that. Undoubtedly, the laborers who dragged loads over the 
ground “viewed with alarm” the implications flowing from the 
great invention of a wheeled cart following the discovery that, 
by taking a narrow cut from a log and digging a hole through 
it, much more could be hauled than by the older method. Many 


Figures No 
Comfort for 
the Jobless Man 
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draggers of raw materials saw their jobs kissing them good- 
bye then. 

The Chamber of Commerce, in a statement about that fear, 
put forth figures to show that the coming of machinery had 
not lessened, but had increased the number of jobs. The figures 
showed that, from 1870, the first year the census made figures 
on the subject, the horsepower in use increased so that, by 
1930, the multiplication had been by 18. Horsepower increased 
from 2,346,000 to 42,931,000. In that same period the popula- 
tion was multiplied about 3.2 times. But in that same period 
the number “gainfully empleyed” increased fourfold, from 
12,505,923 to 48,829,929. In the meantime, child labor had de- 
creased so that the lot of the worker was supposed to be 
better than it had been because a much larger percentage of 
adults were at work. 

“Nobody can foretell the next great stride in America’s in- 
dustrial advance,’ says the chamber. There are some signs— 
air conditioning, television, prefabricated houses. Whatever 
the new field of activity, it will mean jobs, incomes, better living 
for men and women who are useful.” 

All of which sounds fine in the ears of the man who has a 
job. But the man who has no job and, seemingly, little chance 
of getting one, can get little sustenance from such figures. 





Without doubt, more tidying up will be 
done with a considerable part of the $4,- 
880,000,000 of work-relief fund Congress gave 
President Roosevelt than has ever been done 
in one or two years by the government of any 
other country. 

Since the main object of the work-relief program is to make 
work for the unemployed, it probably is natural that the work 
should be of the sort that the felk of an older generation re- 
ferred to as “redding up.” For instance, among the allowances 
for Hartford, Conn., is one of $4,425 for acoustical tile treatment 
of the high school auditorium and the laying of linoleum on the 
stage. The city is to spend $4,203. Another project in that 
city is to repair the roof and gutters on the Hopkins Street 
School Building. In Milford, Cenn., they are going to paint the 
exterior of the town school] building and replace broken glass, 
the national government contributing $755 and the town $222. 

In East Peoria, Ill., the national government is to spend 
$8,110 for excavating drainage ditches on Washington and Cass 
streets and Meadow Avenue.and gravel alleys. The local con- 
tribution is to be only $519. 

At Coral Gables, Fla., the federal government is to spend 
$11,549 for removing and storing rail, trolley lines, and poles 
while the sponsor’s contribution (wonderful to say) is to be 
$12,176. But at Bonifay, Fla., the government is to spend $5,340 
to clear and grub a road bed while the local contributien is to 
be only $1,090. At Lake Worth the national government is to 
spend $3,953 to plant trees and beautify the city hall park, while 
the local contribution is to be only $3,915. 

Of course, those who will have to pay the taxes may have 
to let their own properties go without paint for a year or two 
on account of the contributions they make to communities un- 
able or unwilling to carry their own loads. But there will be 
a “distribution of wealth,” at least to the extent indicated by 
a few of the random items herein set forth. 


The Nation’s 
Greatest 
“Redding Up” 


An item in the National Coal Association 
Bulletin says: 


Fuel oil prices on the Atlantic coast have 
broken recently from $1.15 per barrel to 90 cents 
and 95 cents. The trend is downward. Coal is 
threatened in many industrial plants. I[Hxcessive 
freight rates with apparently no consideration 
on the part of the railroads is one of the main contributing factors 
to the inability of the coal people to protect their markets. In many 
instances the 15 cent emergency charge is just sufficient to cause 
plants to turn from coal to oil. 

Automatic stokers will do their part, but transportation costs 
must be brought down if the coal industry on the Atlantic seaboard, 
and particularly in New England, is to be saved. Every instance 
of loss of tonnage to oil should be reported to the National’s oftice 
and the exact reasons given for the conversion from coal. 


High Costs 
Trouble Two 
Old Industries 


An outsider might suggest that both industries are stagger- 
ing under too high costs. Beth industries, in the view of many, 
are trying to pay too much in the way of unnecessary expense 
caused by rules they have accepted from the unions the mem- 
bers of which they employ. 

The trucking and oil industries are not held to such ex- 
penditures, at least not in as great a degree. Trucks and oil 
are their competitors. Whether either the railroad or the coal 
industry can ever get down to a really competitive basis or 
their competitors be brought up to the coal and railroad level 
is something for their leaders to talk about. 

And while they are talking about costs, the public will 
patronize the industry that gives the most for the dollar it has 
to spend. The public is mildly interested in the sociological 








PAGE 388 


questions that may be back of labor organization rules that 
cause expense, but its interest is not great enough, it is sus- 
pected, to cause the contribution of one cent a ton of coal 
produced or one cent a ton hauled. 


In its opinion in Koppers Gas and 
Coke Company vs. United States et al., 
the three judge federal court in the 
third division of Minnesota, speaking 
about the Commission’s order forbid- 
ding the continuance of a_ switching 


The Fact Might 
Be Deemed 
Almost Fundamental 


allowance, observed: 


It would seem that the main, essential, ultimate, basic fact to 


sustain the order of the Commission, etc., etc. 


Circuit Judge Sanborn, as senior, signed the opinion first. 
(See Traffic World, August 24, p. 313.) 

Not for an instant did the learned court say that the main, 
essential, ultimate, basic fact was so and so. Not at all. It 
merely seemed that the main, essential, ultimate, basis fact 
was as set forth by the judges. Therefore, it might be sug- 
gested by a layman, that two and two seem to make four. 
—A. E. H. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended August 24 totaled 
626,373 cars, according to the Association of American Railroads 
(see Traffic World, August 31). 

All districts reported increases for the week of August 24, 
compared with the corresponding week last year, in the number 
of cars loaded with revenue freight, with the exception of the 
Central Western and Southwestern districts which reported re- 
ductions. Compared with the corresponding week in 1933, the 
Southern, Northwestern, Central Western and Southwestern 
district showed increases but the Eastern, Allegheny, and Poca- 
hontas districts showed decreases. 

Loading of revenue freight in 1935 compared with the two 
previous years follows: 





1935 1934 1933 

A WOGES 10 DARUATY ooo ccs ccsse nae 2,170,471 2,183,081 1,924,208 
4 weeks in February ...........++. 2,325,601 2,314,475 1,970,566 
Fe eee. ae 3,014,609 3,067,612 2,354,521 
i... eS er re ee 2,303,103 2,340,460 2,025,564 
SEE xb Sep avin wade sc-e ea 2,327,120 2,446,365 2,143,194 
DOM WED occtcctsuccwcdsacna 3,035,153 3,084,630 2,926,247 
ee rae 2,228,737 2,351,015 2,498,390 
Week of August 3 597,083 612,660 620,482 
Week of August 10 583,743 603,968 629,743 
Week of August 17 615,006 601,788 643,406 
Week of August 24 626,373 606,917 637,510 

= iio: \o/eind, 4 arden ace We. awa oe eA 19,826,999 20,212,971 18,373,831 


Revenue freight loading the last week ended August 24, and 
for the corresponding period last year by districts was reported 
as follows: 


Eastern District: Grain and grain products, 7,017 and 5,726; live 
stock 1,155 and 1,697; coal, 19,148 and 22,025; coke, 1,251 and 1,070; 
forest products, 1,953, and 1,369; ore, 3,508 and 2,204; merchandise, 
L. C. L., 42,229 and 42,488; miscellaneous, 53,077 and 50,075; total, 
1935, 129,338; 1934, 126,654; 1933, 141,283. 

Allegheny district: Grain and grain products, 3,610 and 2,993; 
livestock, 1,046 and 1,470; coal, 23,286 and 26,346; coke, 2,030 and 
1,619; forest products, 1,035 and 953; ore, 7,180 and 4,678; mer- 
chandise, L. C. L., 30,061 and 29.151; miscellaneous, 48,970 and 41,863; 
total, 1935, 117,168; 1934, 109,073; 1933, 127,428. 

Pocahontas district: Grain and grain products, 339 and 321; live- 
stock, 274 and 264; coal, 31,055 and 28,822; coke, 449 and 347; forest 
products, 633 and 529; ore, 385 and 241; merchandise, L. C. L., 5,111 
and 5,240; miscellaneous, 6,217 and 5,311; total, 1935, 44,463; 1934, 


41,075; 1933, 49,012. 
Southern district: Grain and grain products, 2,240 and 2,769; live 
stock, 1,136 and 1,209; coal, 13,969 and 13,209; coke, 193 and 247; 


forest products, 7,823 and 5,793; ore, 457 and 367; merchandise, L. C. 


L.., 27,148 and 28,219; miscellaneous, 32,593 and 29,225; total, 1935, 
$5,559; 1934, 81,038; 1933, 83,746. 
Northwestern district: grain and grain products, 13,327 and 


12,474; livestock, 3,489 and 3,387; coal, 3,474 and 3,387; coke, 952 and 
680; forest products, 9,103 and 5,880; ore, 21,799 and 18,051; mer- 
chandise, L. C. L., 19,193 and 19,815; miscellaneous, 30,084 and 
27,767; total, 1935, 101,421; 1934, 96,911; 1933, 96,304. 
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Central Western district: grain and grain products, 10,051 ay, 
9,139; livestock, 5,780 and 13,354; coal, 6,421 and 5,789; coke, 206 an, 
175; forest products, 6,095 and 4,107; ore, 1,605 and 2,075; merchandis, 
L. C. L., 23,521 and 23,315; miscellaneous, 44,384 and 40,991; 199: 
98,068; 1934, 98,945; 1933, 90,609. 

Southwestern district: Grain and grain products, 3,868 and 3,29) 
livestock, 2,162 and 5,458; coal, 2,630 and 2,417; coke, 104 and 96; fo 
est products, 4,114 and 2,929; ore, 270 and 129; merchandise, L. ©, |, 
12,531 and 12,506; miscellaneous, 24,682 and 26,405; total, 1935, 50,36) 
21934, 53,221; 1933, 49,128. . 


EASTBOUND LUMBER 
The Traffic World Washington Bure, 


The Commission has allowed supplement No. 17 to Toll's 
I. C. C. No. 1340 to be placed in its files after, having once re. 
jected it. By its terms it became effective August 24, sixth see. 
tion permission having been given to make it operative on legs 
than statutory notice. It establishes rates on lumber anq 
shingles from points in California, Oregon, Washington, Idaho, 
Montana and Canadian points to destinations in New Emgland, 
Central Freight, Trunk Line, and Southern territories in accord. 
ance with the Commission’s decision in I. and S. No. 4108, lum. 
ber from Pacific coast to eastern points. (See Traffic World 
August 24, p. 307.) 

Filing of the tariff was done on authority communicated 
by wire. It was rejected when the tariff mail was handled in 
the routine way, after, according to the date on the supplement, 
it was operative. 

The rejection of the tariff created consternation among the 
tariff filing agencies and lumber shippers because, according 
to reports to the Commission from Chicago, 1,000 carloads of 
lumber and shingles were started eastward the minute the sup. 
plement was received by the Commission. 

On consideration of the facts, the tariff men of the Com. 
mission decided that the failure of the tariff agency to observe 
all the technical requirements, in this instance, could be over- 
looked so the rejection was withdrawn. The traffic that was 
“rolling’’ when the rejection was made, will move on the rates 
provided therein and the errors that caused the rejection will 
be corrected later. 

The return of the defective supplement to the Toll agency 
was noted in the Daily Traffic World, August 30, and Traffic 
Bulletin, August 31. 


INVESTIGATION OF RAILROADS 


The Traffic World Washington Bureau 


The Treasury Department has issued instructions and regula- 
tions to internal revenue collectors by which they are to be 
guided in allowing representatives of the Senate Interstate Com- 
merce Committee to inspect income, profits, and capital stock 
returns in making that committee’s investigation of railroads 
under the Wheeler resolution. The collectors are authorized to 
open these papers to the extent deemed necessary by the commit- 
tee in its investigation of railroads and affiliates with respect to 
financing, reorganization, and mergers. 


LEAGUE OF NATION’S PUBLIC WORKS STUDY 


The second volume of the inquiry on national public works 
of the organization for communications and transit of the League 
of Nations has been published. It supplements the first volume, 
published last year, in which reports from 29 countries as to 
completed, in process and planned public works were tabulated. 
The new volume contains reports from twelve countries: 
Australia, Chile, China, Denmark, Egypt, Ethiopia, France, Hun- 
gary, India, Irish Free State, Poland, Union of South Africa, 
United States and Sweden. Those from Australia, Denmark, 
France, Union of South Africa and the United States are sup- 
plemental to those printed in the earlier volume. The others are 
first and complete reports. Among public works tabulated are 
roads and bridges, railway lines, canals and other inland water- 
ways, ocean and river ports and airports. 





Revenue Freight Car Loading—Week Ended Saturday, August 24 


Grain and Live 
grain prod. stock Coal 
1935 40,452 15,042 99,933 
TOG GR PORES oo ciccicccaseus 1934 36,703 32,309 101,995 
1933 28,727 18,804 130,336 
Preceding week August 17....... 1935 42,814 14,279 89,993 
Per cent increase over .......... 1934 10.2 
Per cent decrease under ........ 1934 53.4 2.0 
Per cent increase Over .......... 1933 40.8 
Per cent decrease under ......... 1933 20.0 23.3 
1935 956,604 409,100 3,879,282 
Cumulative 34 weeks to Aug. 2441934 1,109,595 618,142 3,947,144 
1933 1,130,826 535,253 3,466,475 
Per cent increase over .......... 1934 
Per cent decrease under ........ 1934 13.8 33.8 5 
Per cent increase over .......... 1933 11.9 
the basen 15.4 23.6 


Per cent decrease under 





Per cent to 15 year average 66.3. 






Forest Mdse. 

Coke products Ore L. C. L. Miscellaneous Total 
5,185 30,756 35,204 159,794 240,007 626,373 
4,234 21,560 27,745 160,734 221,637 606,917 
6,468 27,182 38,718 168,822 218,453 637,510 
4,833 30,540 34,556 159,314 238,677 615,006 
22.5 42.7 26.9 , ° 8.3 3.2 
13.1 9.9 . 

19.8 9.1 5.3 1.7 
214,206 860,335 604,933 5,276,268 7,626,271 19,826,999 
234,809 772,483 561,814 5,435,863 7,533,121 20,212,971 
176,408 689,819 380,668 5,496,511 6,497,871 18,373,831 

11.4 ye iz 
8.8 2.9 1.9 
21.4 24.7 58.9 17.4 7.9 
4.0 
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September 7, 1925 


COMMISSION REPORTS 


Cement 


No. 26826, Universal Atlas Cement Co. vs. Wabash et al. By 
division 2. Rate, cement, Hannibal (Ilasco Junction), Mo., to 
Evansville, Ind., for river movement to Stanley, Ky., on the 
Ohio River, Spottsville and Lock No. 5, Ky., on the Green River, 
and to Lock No, 1, Ky., on the Barren River, unreasonable to the 
extent it exceeded 11 cents including a 1 cent emergency 
charge. Reparation of $1,033.60 awarded. Shipments, 18 car- 
joads, were made on August 15, 1933. An applicable rate of 15 
cents plus a 1 cent emergency charge was imposed. Reparation 
only was sought. The cement was needed on dams and high- 
ways then under construction. After the shipments were made 
a rate of 11 cents was established. The necessity for the con- 
tinued publication of the 11 cent rate, the Commission said, 
ceased with completion of the construction projects and that it 
expired December 31, 1934. 


Rotary Drill Stem 


No. 26790, Lucey Manufacturing Corporation vs. A. G. S. et 
al. By division 2. Rate charged, rotary drill stem, Chattanooga, 
Tenn., to New Orleans, La., for export, $1.57, minimum 15,000 
pound and an emergency charge of 2 cents in effect September 
10, 1932, when the shipment was made, inapplicable. Applicable 
rate found to have been 47 cents, plus an emergency charge of 
2 cents, minimum 36,000 pounds. Reparation of $62.10 awarded. 


Electric Hair Wavers 


No, 26752, Duart Manufacturing Co., Ltd., vs. S. P. et al. 
By division 2. Dismissed. Rating and rates charged, electric 
hair wavers, knocked down, in boxes, less than carloads, San 
Francisco, Calif., to Chicago, Ill. and New York, N. Y., found 
applicable and not shown to have been or to be unreasonable. 
Charges were collected at first class rates of $5.10 and $5.55 to 
Chicago and New York, respectively, those rates being applicable 
on “hair crimpers, curlers, fluters or wavers, electric, in boxes 
or crates,” in less than carloads. The complaint was filed 
November 13, 1934. 

Pulpwood 


No. 26731, Sawyer Stoll Timber Co. vs. Manistique & Lake 
Superior et al. By division 2. Dismissed. Rates, pulpwood, 
Steuben, Mich., to Park Falls, Wis., not shown to have been or 
to be unreasonable or otherwise unlawful, The complaint was 
= shipments made between September 29 and October 14, 
1933. 

Sand Reparation 


No. 17822, River Raisin Paper Co. vs. C. B. & Q. et al. By 
the Commission, On further hearing amounts of reparation due 
parties under prior findings, 188 I. C. C. 99, silica sand, Ottawa, 
Ill., district to Monroe, Mich., and Toledo, Ohio, determined, and 
ordered to be paid not later than November 1. Prior reports 
153 I. C. C. 721, 155 I. C. C. 687 and 188 I. C. C. 99. Commissioner 
Lee dissented because he said the majority had not gone far 
enough in applying the principle of the Arizona Grocery Case. 


Rosin 


Fourth section application No. 15881, rosin to Burlington, 
Ont. By division 2. Parties to Young’s I. C..C. No. A-643 au- 
thorized, in fourth section order No. 12010, to establish and 
maintain, on rosin in carloads or in tank-car loads, rates of 41 
cents from Savannah, Ga., and 44 cents from Brunswick, Ga., 
and Jacksonville, Fla., to Burlington without observing the 
long-and-short haul part of section 4. ; 


Bituminous Coal 


Fourth section application No. 15611, bituminous coal to 
Kearny and Harrison, N. J. . By division 2. Carriers authorized, 
in fourth section order No. 12009, to establish and maintain rates, 
bituminous coal, bituminous coal briquettes, and cannel coal, 
straight or mixed carloads, points in Pennsylvania, Maryland and 
West Virginia to Harrison and Kearny over their long lines 
the same as over the short lines, without observing the long 
and short haul part of section 4, subject to the 50 per cent 
circuity limitations, except in instances in which the competitive 
rate would yield earnings, based on the distance over the cir- 
cuitous route, of not less than five mills a ton-mile. In such 
instances relief may be had on a route not more than 60 per 
cent circuitous. 

Slag 

Fourth section application No. 14716, slag from Pennsyl- 
vania. By division 2. Defendants in National Slag Co. vs. 
Atlantic City R. Co., 181 I. C. C. 699, authorized, in fourth order 
No. 12008, to establish and maintain rates on slag over circuitous 
routes from points in Pennsylvania to destinations in trunk line 
and New England territories and between points in Pennsyl- 
vania over interstate routes, the same as those over direct routes, 
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the relief being subject to the 50 and 70 per cent circuity 
limitations. 


Cast Iron Borings 


Fourth section application No. 15819, cast iron borings to 
New Jersey. By division 2. Parties to Jones’ I. C. C. No. 2595 
authorized, in fourth section order No. 12012, to establish and 
maintain rates, cast iron borings, points in Michigan, Indiana and 
Ohio to Gibbstown, Carney’s Point and Thompson’s Point, N. J., 
over long routes, the lowest that may be constructed over any 
line on the basis prescribed in Hausman & Wimmer, vs. Ann 
Arbor, 204 I. C. C. 757, without observing the long and short haul 
part of section 4. The relief is subject to the conditions that 
it shall not apply over any routes to rates less than 75 per cent of 
rates constructed on the basis described for the distance over 
such routes; that rates from and to higher-rated intermediate 
points shall not exceed rates constructed on the basis described; 
nor exceed the lowest combination. 


Liquid Asphalt 


No. 26608, Warner-Quinlan Co. vs. Central of New Jersey 
et al. By division 3. Carload rates, liquid asphalt, Warners, 
N. J., to destinations in New York, such as West Nyack, Goshen, 
and South Schenectady, N. Y., unreasonable to the extent that 
they exceeded 22.5 per cent of the contemporaneous first class 
rates. Reparation awarded, Shipments were made between 
February 22, 1932, and March 3, 1933. Commissioner Miller, dis- 
senting in part, expressed the opinion that in the view of recent 
decisions such as Interstate Amiesite Co., Inc., vs. B. & O., 192 
I. C. C. 183, and Same vs. Pittsburgh & Lake Erie, 197 I. C. C. 
569, reparation should not have been awarded to a basis lower 
than sixth class. 


PROPOSED REPORTS 


Vegetables 


No. 26870, A. E. Meyer & Co, et al. vs. A. C. L. et al. By 
Examiner John McChord. Dismissal proposed. Emergency 
charges, vegetables, points in the Carolinas to New York, not 
shown to have been unreasonable. Shipments were made be- 
tween April 4 and June 19, 1932. The tariffs provided for the 
imposition of the emergency charge of one cent a hundred pounds, 
were the weight was furnished or one cent a package where it 
was not furnished. Weights, McChord said, were not furnished, 
although the weight of each package was much less than 100 
pounds. That, he said, was the basis of the complaint. The 
examiner said no authority was given the carriers to publish 
charges on anything other than the 100-pound basis but that no 
protest was made against the tariff provision in question. He 
said there was no direct evidence as to what the identical pack- 
ages on which reparation was sought actually weighed. 


Butter Reparation 


No. 26895, Elgin Butter Tub Co. vs. Ann Arbor et al. By 
Examiner P. F. Mackey. Dismissal proposed. Claims for repara- 
tion of charges on interstate shipments, butter, points in western 
trunk line territory and Illinois, to Illinois, Iowa, Minnesota, New 
York and New Jersey proposed to be found barred by the statute. 
The shipments were made between January 1, and April 19, 1931. 
They were made in a snap-on cover tubs before the acceptance 
of such containers was authorized by change in the classification. 
The tub company sent its checks to customers who claimed they 
had had to pay the penalty resulting from the use of unauthorized 
containers. At the request of the complainant, the examiner 
said, the carriers, within the statutory period, filed statements 
setting forth the facts with regard to the shipments but that the 
claims were registered in the name of the complainant. The 
examiner said no application for authority to pay the claims 
was filed by the carriers. After filing of the formal complaint, 
according to the examiner, the complainant took formal assign- 
ment to itself of the shippers’ right of action against the carriers 
to recover the amounts of the penalties. These assignments, the 
examiner said, were more than three years after the delivery or 
tender of delivery of the shipments, The examiner said that as 
the assignments were executed after the filing of the formal com- 
plaint and more than three years after the shipments were deliv- 
ered or tendered for delivery the complainant had no legal 
title to the chose in action at the time the formal complaint was 
filed. As the evidence showed that the complainant at no time 
acquired legal title to the claims within the statutory period, 
the examiner said a discussion of the reasonableness of the 
penalties charged was not necessary. 


Fort Bragg Traffic 


No. 26736, Atlantic Coast Line Railroad Co. vs. Cape Fear 
Railways, Inc. By Examiner W. J. Harris. Dismissal proposed. 
Refusal of the defendant to participate in joint interstate rates 
to and from Fort Bragg, N. C., via Fort Bragg Junction, N. C., in 
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connection with the Atlantic Coast Line, proposed to be found 
not to be an unlawful practice in violation of section 1 (6) of the 
interstate commerce act nor to result in discrimination and 
prejudice in violation of section 3 (3). The complainant alleged, 
said the examiner, that the refusal of the defendant to join in 
joint through rates and its participation in like traffic with the 
Aberdeen & Rockfish via Skibo, N. C., were unreasonable, unduly 
discriminatory and prejudicial to the complainant, unlawful, and 
against the public interest. Examiner Harris said there was no 
evidence presented by the government, which is the principal 
shipper at Fort Bragg, or the public in support of the Atlantic 
Coast Line’s request. He said the service via Skibo appeared 
to be satisfactory. 

Horses for Slaughter 


No. 26920, Stadler Products Co. vs. C. & N. W. et al. By 
Examiner Carl A, Schlager. Rates, two carloads, horses for 
slaughter, Fort Pierre, S. D., to Cleveland, O., in 1932, proposed 
to be found unreasonable to the extent the factor from Chicago 
to Cleveland exceeded 66 cents. A rate of 78 cents applied from 
Chicago to Cleveland, part of the combination of $1.25. Repara- 
tion of $59.52 proposed. 

Petroleum Coke 


No. 26951, E. J. Wallace Coal Co. vs. Missouri Pacific et al. 
By Examiner Carl Schlager. Dismissal proposed. Rate charged, 
$4.60 a net ton, petroleum coke, Arkansas City, Kan., to St. Louis, 
Webster Groves, and Maplewood, Mo., in October, 1932, not shown 
to have been unreasonable. 


LOANS TO RAILROADS 


The Commission, by division 4, in Finance No. 9358, Boston 
& Maine reconstruction loan, on supplemental application, has 
approved an extension to not later than February 1, 1937, of 
a loan from the RFC of $7,569,437, maturing September 6, on the 
collateral security now pledged. The Commission, in the first 
report, 187 I. C. C. 285, approved a loan not exceeding $10,000,000 
on which $7,569,487 was advanced. The application for the re- 
mainder of the authorization has been withdrawn by the carrier 
and the Commission has revoked its approval for the balance 
not advanced. 

The Commission, by division 4, in Finance No. 9267, Ten- 
nessee Central Railway Co. reconstruction loan, on supplemental 
application, has approved an extension for not exceeding three 
years of the time for the payment of the loan of $147,700 from 
the RFC maturing September 1. Previous report in this case, 187 
I. C. C. 298. The extension of the time for payment is on condi- 
tion that the first mortgage 6 per cent bonds of the Nashville 
Terminal Co., pledged as collateral, are first retired and canceled 
or that the maturity date of those bonds is first extended beyond 
the extended maturity date of the loan in question. 


FINANCE APPLICA.TIONS 


Finance No. 10942. Tionesta Valley Railway Co. asks authority 
to abandon the northerly part of its railway between Sheffield and 
Clarendon, Pa., a distance of 7.19 miles. The applicant said that 
that part of its line now proposed to be abandoned ran through a 
territory practically devoid of industrial or manufacturing revenue 
resources. 

Finance No. 10943. Chicago & Eastern Illinois Railway Co. asks 
permission to join in a trackage agreement with the Louisville & 
Nashville Railroad Co. providing for the joint use of the passenger 
station of the Louisville & Nashville at Evansville, Ind. Such use 
would involve the discontinuance of its own passenger station. The 
applicant said it did not propose to construct any new tracks or to 
remove any existing tracks if and when it received permission to 
use the L. & N. station. The applicant pointed out that it and the 
L. & N. formed a direct route to the south and the southeast through 
the Evansville gateway. It said that each railroad delivered to the 
other the passenger train equipment handled in through service be- 
tween Chicago and the southeast. That arrangement, it said, had 
been in effect since about the time of the opening of the L. & N. 
bridge across the Ohio River at Henderson, a short distance from 
Evansville, in 1885. This joint use of the L. & N. station, the applica- 
tion said, would eliminate entry of the through train equipment to 
the C. & I. E. station in either direction. Under the proposed ar- 
rangement the applicant said it would pay its full pro rata share 
of all charges at the Louisville & Nashville station, estimated at 
$38,079 a year. The applicant estimated that the closing of its pres- 
ent passenger station at Evansville would affect a saving of $34,179 
a year. 

Finance No. 10935. Milwaukee, Rockford & Southwestern Rail- 
road Co. asks authority to acquire and operate the railroad formerly 
owned by the Rutland, Toluca & Northern Railroad Co,. now owned 
by John R. Cox and L. Cox under a master’s deed following the 
bankruptcy of the last mentioned company. The line to be ac- 
quired extends from Granville to Toluca, Ill., a distance of about 
21 miles. Gross revenue is estimated to amount to $185,000 annually 
after the fourth year. The property of the bankrupt road is to be 
acquired by the delivery of 400 shares of a proposed issue of 609 
shares of common stock and $100,000 of first mortgage gold 6 per 
cent bonds, which it is proposed to turn over to the present owners 
of the property five years after the date of issuance. Prior to the 
delivery of the purchase price securities they and the other two 
hundred shares of stock are to be pledged with the RFC as col- 
lateral for a loan of $100,000. 

Finance No. 10936. Milwaukee, Rail- 
road Co. asks authority to issue the 
foregoing application. 


Rockford 
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Finance No. 10938. Union Pacific Railroad Co. asks authority t 
acquire the properties or stock control of the Laramie, North Pay; 
& Western Railroad Co. in accordance with the Commission’s jr. 
quirement that it do so, the requirement having been made jy 
Finance No. 9422, unification of the Union Pacific, 189 I. C. C. 35 
The price of acquisition for the 111 miles of the main line of th 
Laramie, North Park & Western is $650,000. 

Finance No. 10939. Louisiana & Arkansas Railway Co. asks 
authority to issue a promissory note for $1,500,000 with interest g 
rate of 4.5 per cent payable semi-annually, and to pledge, a 
collateral security, its first mortgage bonds in the sum of $3,000,009, 
The proceeds are to be used to pay a note of $1,350,000 maturing 
October 2, and the remainder is to be used to reimburse its treasury 
for payments heretofore made in reducing short term indebtedness," 

Finance No. 10941. Chicago, Burlington & Quincy asks authority 
to abandon that part of a branch line between Lewistown and Wes 
Havana, Ill., a distance of about 9.2 miles. The line, the application 
said, had been out of operation since May 10 owing to washouts. 
The restoration of the line to a reasonable condition of efficiency, 


the application said, would entail large and unwarranted expendi- 
tures , 
PETITIONS FOR REHEARING, ETC. 

No. 24637, Borden Southern Co. vs. A. G. S., No. 24856, Pet Milk 
Co. vs. Boston & Albany and a sub-number thereunder, Borden 
Southern Co. vs. A. G. S. Southern Dairies, Inc. (Del.) et al., inter. 
veners, ask for reopening, reargument and reconsideration of No, 
24637. 


No. 26269, American Seed Trade Association et al. vs. Aberdeen 
& Rockfish Railroad Co. et al. American Seed Trade Association et 
al. ask for reopening of this proceeding for the purpose of reargu- 
ment and/or reconsideration on the record as made. 

No. 13535 et at., consolidated southwestern cases, grain and grain 
products, L. C. L. Southwestern carriers, defendants, ask for modi- 
fication of findings and orders in the Consolidated Southwestern 
Cases, I. C. C. No. 13535 et al., to eliminate therefrom grain, grain 
products and/or grain by-products, less carloads. 

1. and S. No. 4118, phosphatic sand from Florida to southern 
points. American Cyanamid Co. moves that the Commission vacate 
its order of suspension. 


COMMISSION ORDERS 


No. 26931, Dimock Gould & Co. et al. vs. Alton et al. H. N. 
Grois, trustee for Deep Rock Oil Corporation permitted to intervene. 

No. 27002, John Nix & Co. et al. vs. Railway Express Agency, 
Inc., et al. R. W. Burch, Inc., permitted to intervene. 

No. 27009, California Cotton Oil Corp. vs. A. T. & S. F. 
California Cotton Oil Corp. permitted to amend complaint. 

No. 27084, Globe Grain & Milling Co. vs. A. T. & S. F. 
California Cotton Oil Corporation permitted to intervene. 

Finance No. 10726, Live Oak, Perry & Gulf Railroad Company 
Construction. Time in which the Live Oak, Perry & Gulf is to com- 
mence and complete extension or its line in Taylor and Lafayette 
counties, Fla., extended to December 1, 1935, and August 1, 1936, 
respectively. 

Finance No. 10894, Application of the Brownsville Switching & 
Terminal Railroad Co. for certificate to construct a line in Cameron 
county, Tex. Texas & New Orleans permitted to intervene. 

Finance No. 10908, Application of co-receivers of Minneapolis & 
St. Louis Railroad Co. for certificate to abandon a line of railroad 
between G. & M. Junction and Montezuma, Ia. Northwestern Lum- 
bermen’s Association permitted to intervene. ~ ‘ 

Finance No. 10909. Application of co-receivers of Minneapolis 
& St. Louis Railroad Co. for certificate to abandon a line between 
Spencer and Storm Lake, Ia. Northwestern Lumbermen’s Associa- 
tion permitted to intervene. as ae 

Finance No. 10910, Application of co-receivers of Minneapolis & 
St. Louis Railroad Company for certificate to abandon a line between 


et al. 


et al 


Newburg and Van Cleve, Ia. Northwestern Lumbermen's Associa- 
tion rermitted to intervene. ae 
Finance No. 9918, Missouri Pacific Railroad Co. reorganization 


and two sub-numbers thereunder, New Orleans, Texas & Mexico 
Railway Co. reorganization and International-Great Northern Railroad 
Co. reorganization. The Harold Palmer Trust, the Ida J. Latshaw 
Trust, John W. Appel, Jr., and Forrest S. Emery and other holders 
of rst mortgage bonds of the New Orleans, Texas & Mexico Rail- 
way Co., permitted to intervene. 

Finance No. 10935, Application of Milwaukee, Rockford & South- 
western Railroad Co. for certificate to acquire and operate a railroad 
formerly owned and operated by the Rutland, Toluca & Northern 
Railroad Co., in Putnam and Marshall Counties, Il. Various  ship- 
pers and residents of Custer, Granville, Magnolia, and McNabb, IIl. 
permitted to intervene. a 

Ex Parte No. 104, part 2, terminal services, iron-ore mining com- 
panies stock-pile allowance. Order of August 12, requiring the re- 
spondent, Great Northern Railway Co., to cancel allowances on statu- 
tory notice modified so as to permit it to comply with the order on 
10 days’ notice instead of statutory notice. 

No. 27066, Waupun Oil Co. et al. vs. Abilene & Southern 
way Co. et al. Wadhams Oil Co. permitted to intervene. : 

1. and S. No. 3994, lime from, to and between southwestern points. 
Order of December 3, 1934, as modified by orders of February 29, 
May 1, and June 15, 1935, further modified so as to permit cancella- 
tion, from C. R. I. & P. tariff I. C. C. No. C-12430, of rates on lime 
from Fort Scott, Kan., and Springfield, Mo., to Oklahoma destina- 
tions, effective on September 20, on 10 days’ notice. 


Rail- 


UNIONS OPPOSE UNIFICATION 


Twenty-one railroad labor organizations in Birmingham, Ala., 
have formed a central organization to oppose unification of ter- 
minals in that city. They are prepared to resort, according to 4 
report of their initial meeting, to the federal courts for an in- 
junction forbidding unification along lines suggested in reports 
to Coordinator Eastman by V. V. Boatner, director of the Coordi- 
nator’s section of regional coordination (see Traffic World, July 
13, p. 538 and July 20, p. 101). The unions estimated that unifica- 
tion would throw 820 men out of jobs in the Birmingham ter- 
minals and cause an annual pay roll loss to Birmingham of 
$750,000. 
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RELIEF FOR MINNEAPOLIS MILLERS 


The Traffic World Washington Bureau 


The Commission’s modification of its order in No. 17000, 
part 7, Hoch-Smith grain (see Traffic World, August 24, p. 313), 
so as to permit the carriers to make a 4 cent reduction in the 
proportional rate on grain products from Minneapolis to Chi- 
cago on traffic destined east of the Illinois-Indiana line has 
prought a swarm of protests with requests for suspension of 
the tariffs that have been filed by the carriers, effective Sep- 
tember 10. 

Among those requesting suspension are the Canadian Mill 
& Elevator Co., El Reno, Okla.; Kansas Milling Co., Wichita, 
Kan.; Blair Milling Co., Atchison, Kan.; Central Missouri Millers’ 
Club, Slater, Mo.; Southwestern Millers’ League, Kansas City, 
Mo.; St. Joseph Grain Exchange, St. Joseph, Mo.; Greater Grand 
Forks Traffic Association, Grand Forks, N. D.; Wolf Milling Co., 
Ellinwood, Kan.; Walnut Creek Milling Co., Great Bend, Kan.; 
Moore-Lowry Flour Mills Co., Coffeyville, Kan.; Southern Kan- 
sas Millers’ Club, Wichita, Kan.; Topeka Chamber of Commerce, 
Topeka, Kan.; Midland Flour Milling Co., Kansas City, Mo.; 
Board of Railroad Commissioners of the State of North Dakota, 
Bismarck, N. D.; Board of Trade, Kansas City, Mo.; Waggoner 
Jates Milling Co., Independence, Mo.; Abilene Milling Co., 
Abilene, Kan.; Colorado Milling & Elevator Co., Denver, Colo.; 
and Maney Milling Co., Omaha, Neb. 

Southwestern millers object to the proposed reduction on 
the ground that as great an emergency exists in respect to their 
supply of wheat as exists at Minneapolis, or even greater. 

“While conditions in the northwest may be serious, said the 
Southwestern Millers’ League, “the fact remains that according 
to government reports the four states of Minnesota, North and 
South Dakota and Montana are in better shape, so far as wheat 
supplies are concerned, than are the six southwestern states 
from which they are seeking to draw additional supplies. An 
emergency exists in the southwest, and publication of a rate to 
draw grain from this territory to the northwest will only aggra- 
vate the situation, and ultimately require emergency treatment 
for the southwest.” 

North Dakota protestants objected because reduced rates 
would not apply on wheat originating in the northwest. Al- 
though Minneapolis interests urged that northwestern producers 
would be benefited by the reductions Northwestern protestants 
declared that the opposite would actually occur. They asserted 
that southwestern wheat, moving under the reduced rates, would 
displace northwestern wheat in the Minneapolis market. North 
Dakota milling interests asserted that the reduced rates would 
be unduly prejudicial to millers in that state since such reduced 
rates would not be available on flour milled west of Minneapolis. 

“The powerful Twin Cities interests,” said the Greater Grand 
Forks Traffic Association, “have now sold the carriers on the 
myth that the grain of the northwest is of such character that 
they must receive aid, by not only the mixing of southwestern 
wheat at the discriminatory and preferential rate of 8 cents 
between Minneapolis and Chicago for points east, but they have 
added to their argument and have evidently convinced your 
honorable body that in addition to permitting them to again 
secure this discriminatory adjustment, that they be allowed to 
handle Canadian grain on the same discriminatory basis, the 
grain moving into Duluth, Minn., via boats, and thence by rail 
to Minneapolis and there moved forward as whole wheat or 
grain products, thus leaving the northwest hemmed in be- 
tween the Canadian northwest and southwestern United States.” 

The foregoing paragraph was added to a declaration of the 
Greater Grand Forks Traffic Association setting forth what it 
claimed was the bad position in which the Commission had left 
it in on the representations of Twin Cities milling interests. 

The Duluth Chamber of Commerce, although it did not re- 
quest suspension, contended that the proposal would be unduly 
prejudicial to Duluth and urged that free transit be granted at 
Minneapolis on grain drawn from Duluth in lieu of the reduced 
proportional from Minneapolis to Chicago. 


SUSPENDED TARIFFS 


In I. and S. No. 4130, the Commission has suspended from 
August 31 to March 31, 1936, the operation of certain schedules 
in supplement No. 4 to Peel’s I. C. C. No. 2727 and supplement 
Nos. 7 and 9 to Peel’s I. C. C. No. 2728. The suspended sched- 
ules propose revised rates, grain and grain products, carloads, 
from points in Kansas, Missouri, New Mexico and Oklahoma to 
Texarkana, Ark.-Tex. These schedules propose increases rang- 
ing from 1 to 8 cents a 100 pounds, except from southeastern 
Kansas and southern Missouri reductions ranging from 1 to 9% 
cents are proposed. 

_ In I. and S. No. 4131, the Commisison has suspended from 
September 1 until April 1, schedules in supplement No. 20 to 
Curlett’s I. C. C. No. A455, supplement No. 50 to Jones’ I. C. C. 
No. 2714, and supplement No. 24 to Van Ummersen’s I. C. C. 
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No. 245, and many other tariffs of agency and individual lines’ 
issues. The suspended schedules propose to cancel various 
commodity rates on flue linings and related clay products, in 
carloads, between points in official territory, and apply in lieu 
thereof class 22% rating (22% per cent of first class), which 
would result generally in increases. 

In I. and S. No. 4132, the Commission has suspended from 
September 1 to April 1, schedules in supplement No. 5 to Mis- 
souri Pacific I. C. C. No. A8667, St. Louis-San Francisco I. C. C. 
No. 10079 and supplement No. 3 thereto, and supplement No. 2 
to Missouri-Kansas-Texas I. C. C. No. 917. The suspended sched- 
ules propose increases ranging from 1 to 2% cents per 100 
pounds in rates on grain and grain products, carloads, from 
points in central and southwestern Missouri to Peoria, Ill., and 
points grouped therewith. 

In I. and S. No. 4133, the Commission has suspended from 
September 1 until April 1 schedules in Cummins’ I. C. C. No. 
382. The suspended schedules propose to establish new rates 
on cotton, in carloads, for export and coastwise movement, from 
points on the Texas and Pacific Railway, and affiliated lines, in 
Texas to New Orleans, La., which would result in reductions. 


LOADING CHARGES AT BUFFALO 


The Commission in J. and S. No. 4111, loading and unloading 
charges at Buffalo, N. Y., is asked by the Boston. Chamber of 
Commerce, the Fall River Chamber of Commerce, the Manufac- 
turers’ Association of Connecticut, Inc., the New Bedford Board 
of Commerce, and the New England Traffic League, to find that 
the trunk lines proposing to assess a charge of 2.5 cents a hun- 
dred pounds for loading and unloading freight moving on rail- 
and-lake rates have not justified their proposal. The New Eng- 
land organization, pointed out that for many years the eastern 
rail carriers had followed the practice of unloading from cars 
to lake docks and loading from lake docks to cars at Buffalo, 
N. Y., and other lake ports, through-billed carload traffic which 
moved via the rail-and-lake routes under lawfully applicable 
combination rates, 

The New England organizations ask the Commission to find 
that there was no justification further to penalize, as they said, 
the rail-and-lake routes in connection with the movement of 
this traffic. They pointed out that coordination of transportation 
as contemplated under section 500 of the transportation act might 
be had only by the proper cooperation and reasonable action of 
the several transportation systems. They said the assessment 
of additional charges at intermediate points en route on through- 
billed carload shipments moving under combination rates via 
the rail-lake routes, had not been shown to be in the general 
public interest. 








TERMINAL ALLOWANCE SUITS 

Application for an injunction has been made in equity No. 
3130, West Leechburg Steel Co. vs. United States and Penn- 
sylvania Railroad, in the federal court for the western district 
of Pennsylvania, forbidding the enforcement of the Commission’s 
order, entered in the thirty-fifth supplemental report in Ex Parte 
No. 104, part 2, requiring the Pennsylvania to cease, not later 
than September 16, paying a terminal switching allowance at 
the plant of the steel company at West Leechburg, Pa. The case 
is to be heard by a three-judge court, September 12. 


RAIL CREDIT CORPORATION 


The Railroad Credit Corporation has returned to the carriers 
$25,755,954, or 35 per cent of the fund administered by it, accord- 
ing to report filed with the Interstate Commerce Commission, 
$11,665,286 having been paid in cash and $14,090,688 credited 
on obligations due the corporation. This, the twentieth liquidat- 
ing distribution, was made on August 31, returning $735,879, or 
the equivalent of one per cent of the carriers’ net contributions 
to the fund. 

E. G. Buckland, president of the corporation, said that col- 
lections in August totaled $395,126, including $388,675 payments 
in reduction of loans, and $6,451 interest. 





ERIE PLACES FOR HARAHAN 
W. J. Harahan, president of the Chesapeake & Ohio and 
an officer in its subsidiary companies, in Finance No. 2850, Sub. 
No. 8, has asked for permission to hold in addition to what he 
already holds the position of director of the Erie and generally 
in addition to that position to hold directorships in its sub- 
sidiary companies. 





D. & S. L. DOING WELL 


Chairman Jones of the RFC at his press conference Septem- 
ber 3, said that Wilson McCarthy, formerly RFC director but now 
president of the Denver & Salt Lake, who had called on him that 
day, had said that the prospects were that that property, this 
year, would earn 6 per cent on its $11,000,000 of income bonds. 
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NEW SANTA FE DIESEL 





The A. T. and S. F. has taken delivery of a new diesel loco- 
motive and will begin immediately a series of tests preparatory 
to putting it in service on its Chicago-Los Angeles passenger 


train, the Chief. The new locomotive is said to be the largest and 
most powerful yet built. It weighs 240 tons and is 127 feet long. 
Four V-type twelve-cylinder engines are rated at 900 horsepower 
each, making a total available horsepower of 3,600. The locomo- 
tive is a multiple unit, two engines being mounted in each end 
with drivers’ cabs also at each end. Any one or all of the power 
units may be controlled from either cab. The outside colors of 
the locomotive are black, blue, gold, and scarlet. Maximum speed 
for the new engine has been set at 98 miles an hour. It is pointed 
out that this speed has frequently been exceeded by steam loco- 
motives. Elimination of fuel stops, faster acceleration, and the 
higher speeds around curves made possible by the low center 
of gravity are expected to permit cutting the Chief’s transcon- 
tinental running time. Low fuel and operating costs are counted 
on to justify the cost of the engine, which is $360,000. 


RAILROAD EARNINGS 


Class I railroads of the United States for the first seven 
months of 1935 had a net railway operating income of $221,664,055 
which was at the annual rate of return of 1.69 per cent on their 
property investment, according to reports filed by the carriers 
with the Bureau of Railway Economics of the Association of 
American Railroads. In the first seven months of 1934, their 
net railway operating income was $262,308,288 or 1.99 per cent 
on their property investment, according to the Bureau. In addi- 
tion it said: 

Property investment is the value of road and equipment as 
shown by the books of the railways including materials, supplies 
and cash. The net railway operating income is what is left after 
the payment of operating expenses, taxes and equipment rentals but 
before interest and other fixed charges are paid. 

This compilation as to earnings for the first seven months of 
1935 is based on reports from 145 Class I railroads representing a 
total of 237,937 miles. 

Gross operating revenues for the first seven months of 1935 
totaled $1,910,943,485 compared with $1,905,907,005 for the same period 
in 1934, an increase of 0.3 per cent. Operating expenses for the first 
seven months of 1935 amounted to $1,477,393,366 compared with 
$1,420,779,947 for the same period in 1934, an increase of 4.0 per cent. 
_ Class I railroads in the first seven months of 1935 paid $142,073,012 
in taxes compared with $147,832,345 in the same period in 1934, or a 
reduction of 3.9 per cent. For the month of July alone, the tax bill 
of the Class I railroads amounted to $20,035,452, a reduction of 
$1,045,135 or five per cent under July, 1934. 

; Forty-one Class I railroads failed to earn expenses and taxes 
in the first seven months of 1935, of which nine were in the Eastern 
District, nine in the Southern and 23 in the Western District. 

Class I railroads for the month of July alone had a net railway 
operating income of $26,851,397, which, for that month, was at the 
annual rate of return of 1.16 per cent on their property investment. 
In July, 1934, their net railway operating income was $35,441,265 or 
1.53 per cent. 

_Gross operating revenues for the month of July amounted to 
$275,349,115 compared with $276,009,904 in July, 1934, a decrease of 
0.2 per cent. Operating expenses in July totaled $217,930,698 com- 
pared with $208,492,883 in the same month in 1934, or an increase of 
4.5 per cent. 


Eastern District 


: Class I railroads in the Eastern District for the first seven months 
in 1935 had a net railway operating income of $159,116,290, which was 
at the annual rate of return of 2.42 per cent cn their property invest- 
ment. For the same period in 1934, their net railway operating in- 
come was $166,761,244 or 2.53 per cent on their property investment. 
sross operating revenues of the Class I railroads in the Eastern 
District for the first seven months in 1935 totaled $990,585,590, a de- 
crease of two-tenths of one per cent, compared with 1934, while 
operating expenses totaled $725,592,250, an increase of 1.6 per cent 
above the same period in 1934. 

Class I railroads in the Eastern District for the month of July 
had a net railway operating income of $16,549,548 compared with 
$17,970,660 in July, 1934. 


Southern District 


Class I railroads in the Southern District for the first seven 


months of 1935 had a net railway operating income of $26,428,191, 
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which was at the annual rate of return of 1.47 per Cent on the, 
property investment. For the same period in 1934, their net railway 
operating income amounted to $33,612,145, which was at the anny 
rate of return of 1.86 per cent on their property investment. Grog 
operating revenues of the Class I railroads in the Southern Distric, 
for the first seven months in 1935 amounted to $245,008,957, an jy. 
crease of one per cent compared with the same period in 1934, whik 
operating expenses totaled $195,020,407, an increase of six per cen 
. Class I railroads in the Southern District for the month of Jy; 
had a net railway operating income of $2,003,161 compared wit, 
$1,827,668 in July, 1934. 
Western District 

Class I railroads in the Western District for the first seve 
months in 1935 had a net railway operating income of $36,119.57; 
which was at the annual rate of return of 0.77 per cent. For the 
same seven months in 1934, the railroads in that district had a ne 
railway operating income of $61,934,899, which was at the anni 
rate of return of 1.30 per cent. Gross operating revenues of th; 
Class I railroads in the Western District for the first seven months 
period in 1935 amounted to $675,348,888, an increase of six-tenths 
one per cent above the same period in 1934, while operating expenses 
totaled $556,780,709, an increase of 6.5 per cent compared with the 
same period in 1934. 

For the month of July alone, the Class I railroads in the Wester 
District reported a net railway operating income of $8,298,693 com. 
pared with $15,642,937 for the same roads in July, 1934. 


Class | Railroads—United States 
Month of July 
Per Cent 
of 
19385 1934 Increase 
Total operating revenues..............$275,349,115 $276,005,904 0.2 De 
Total operating expenses.............. 217,930,698 208,492,883 4.5 
eee rere peer eee 20,035,452 21,080,587 5.0 De 
Net railway operating income........ 26,851,397 35,441,265 24.2 Dec 
Operating ratio—per cent............. 79.15 75.54 
Rate of return on property investment. 1.16% 1.538% 
Seven Months Ended July 31 
Per Cent 
of 
1935 1934 Increase 
Total operating revenues.......... $1,910,943,4385 $1,905,907,005 0.3 
Total operating expenses........... 1,477,393,366 1,420,779,947 4.0 
RRR? aE er re ee 142,073,012 147,832,345 3.9 Dec 
Net railway operating income..... 221,664,055 262,308,288 15.5 Dec, 
Operating ratio—per cént.......... 77.31 74.55 
Rate of return on property invest- 
ME. et waese wemieees cat wae ap 1.69% 1.99% 


Dec.—Decrease. 
UNION PACIFIC’S CHALLENGER 


A new type of tourist service is being offered by the Union 
Pacific with its Challenger, now operating as a section of the 
Los Angeles Limited and on the same schedule. Air-cooled chair 
cars, free pillows in coaches, free drinking cups, porter service, 
and the services of a stewardess who is a registered nurse are 
some of the facilities offered to passengers on the Challenger. In 
the diner breakfasts are served for 25 cents, luncheon for 3) 
cents, and dinners for 35 cents. Outside of mealtime the diner 
is available for card playing and lounging. 


Cc. AND N. W. PASSENGER RECORD 

Previous passenger carrying records of the Chicago and 
North Western’s 400, fast daytime train between Chicago and 
the Twin Cities, were broken in August, according to a statement 
by R. Thompson, passenger traffic manager of the railroad. In 
that month the 400 carried 1,085 more passengers than in Febru- 
ary, theretofore the best month since the train was put in service 
the first of this year. Through travel between Chicago and the 
Twin Cities is still the greatest factor in the heavy traffic, Mr. 
Thompson said, although an added stop at South Beaver Dam, 
Wis., feeder service at Adams, Wis., and new connecting service 
at Eau Claire, Wis., accounted for some of the increase. The 
Flambeau, through week-end passenger train between Chicago 
and the Wisconsin lakes region, put in service July 19, has also 
had good patronage, according to the statement. The north- 
bound trip August 30 carried 400 passenger in two sections. Be 
cause of the popularity of the train it will be operated to the 
end of September. 


CAR SURPLUS REPORT 


The average daily surplus of freight cars in the period 
August 1-14, inclusive, was 287,606, a decrease of 8,378 cars com 
pared with the preceding period, according to the Association of 
American Railroads. It was made up as follows: Box, 145,457; 
ventilated box, 1,739; auto and furniture, 24,670; total box, 
171,866; flat, 9,266; gondola, 41,538; hopper, 30,677; total coal, 
72,215; coke, 635; S. D. stock, 20,734; D. D. stock, 3,563; refris- 
erator, 8,159; tank, 435; miscellaneous, 733. Canadian roads re 
ported a surplus of 15,074 cars made up of 12,197 box; 884 o 
auto; 605 of flat; 176, gondola; 382 of S. D. stock; 472, refrié: 
erator; and 358 miscellaneous, 


The abstracts of tariff filings, rejections, suspel- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their traffic files are up-to-date. . 
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MOTOR CARRIER REGULATION 


The Traffic World Washington Bureau 


Optimism as to the ability of the Commission to obtain 
word from the Bureau cf the Budget as to how it could obtain 
money, in a short time, for setting up machinery for adminis- 
tering the motor carrier act, 1935 (see Traffic World, August 31, 
p. 363), Was not warranted by developments. More than a week 
elapsed without any word coming either from the Bureau of 
the Budget or the White House in answer to the inquiry sub- 
mitted by the Commission the day after the adjournment of 
Congress marked by the failure of the deficiency bill carrying 
appropriations totaling $1,250,000 for use by the Commission in 
motor carrier regulation. 

No one interested in the matter was able to obtain infor- 
mation from the Bureau of the Budget other than that the mat- 
ter was under consideration. It was believed that the Bureau 
of the Budget, in its consideration of the matter, had con- 
sulted J. R. McCarl, Comptroller General of the United States, 
the ultimate authority, so far as administrative officers of the 
government are concerned, as to what they could do in spend- 
ing money. The Comptroller General’s office, just now, prob- 
ably has more problems to consider than ever before. 

John L. Rogers, director of the Bureau of Motor Carriers, 
while waiting for word as to money for the new agency of the 


NOTICE TO SUBSCRIBERS 


Future issues of The Traffic World, The Traffic Bulle- 
tin, and The Daily Traffic World and Traffic Bulletin will 
report all proceedings under the motor vehicle act, 1935, 
regulating bus and truck operations—tariff abstracts, per- 
missions to change rates on short notice, suspension or- 


ders, digest of complaints, reports on applications for cer- 
tificates and permits to operate and action thereon, on 
consolidations and mergers, regulation of issues of securi- 
ties, maximum hours of service and qualifications of em- 
ployes, and equipment standards. This information will 
be just as complete, prompt, and accurate as that now 
printed in connection with railroad rates and services. 





Commission, continued his work of picking out key men for 
his organization. But he was hampered in that work by his 
inability to make definite offers of employment to the men he 
thought would fit into his organization. He could not make 
definite offers to the desired men because he was not able to 
say when they should report for work. The Commission, being 
Without motor carrier funds, had not issued orders creating the 
divisions or sections in the new bureau. Everything Director 
Rogers did had to be on the if and when basis, without any 
idea as to how much, if any money, would be forthcoming to 
carry out his tentative plans between now and when Congress 
might be expected to make an appropriation. 

While the Commission has power to shift money appro- 
priated for it from one to another of its activities, it was sug- 
gested that if it shifted money to the newly created bureau it 
might have to quit some of its other work through an exhaus- 
tion of its funds before Congress made another appropriation. 
Transfer of funds, it was pointed out, involved a maze of tech- 
nhicalities even when a transfer was being made from one es- 
tablished activity to another. More technicalities, it was sug- 
gested, were involved when the proposal was to transfer funds 
from an established agency to one that had never been estab- 
lished in the sense of having been given an appropriation. The 
Bureau of Motor Carriers is an agency that has never been 
established in the sense of having received an appropriation. 

A question with which it is believed the Commission will 
have to deal soon after it begins the regulation of motor carriers, 
is that which will arise when a carrier by motor files a tariff in 
Which a carrier by railroad is shown as concurring, or when a 
railroad files one in which a carrier by motor is shown as con- 
curring. The question will be which tariff section of the Com- 
mission shall have custody of the paper, the rail or the motor 
carrier section. 

A like question, it has been suggested, will arise when a for- 
mal complaint is filed involving both truck and rail rates. The 


plan made by reason of the addition of the regulation of motor 
carriers to the duties of the Commission calls for separate motor 
carrier tariff and formal docket sections or divisions. Another 
question arises as to where the document will go if and when a 
motor carrier files a complaint against rail rates or the failure 
of a rail carrier to accord to a motor carrier what the latter con- 
ceives to be its rights. Naturally, it is assumed, the motor 
carrier would like to have it handled by the part of the Commis- 
sion having primary care of motor carrier matters. By the same 
sign, it as assumed the railroad would prefer to have the matter 
handled by the Commission as organized before the motor 
carrier act was passed. 

The possibility of brow-knitting questions is also presented 
by the fact that, up to this time, division 2 has handled matters 
pertaining to the filing of tariffs, their form, and suspension for 
investigation. The query, it is believed, will arise as to whether 
division 2 will handle questions as to the suspension of tariffs to 
which motor carriers are parties as well as carriers by railroads 
or will such questions go to division 7, the latter having primary 
charge of motor carrier matters. A similar question is as to 
whether questions raised by applications to make motor-rail 
tariffs effective on less than statutory notice.. Will such ques- 
tions be handled in the first instance by a board in the motor 
traffic bureau or by the board in the railroad traffic bureau and 
finally disposed of by division 2, which now handles such prob- 
lems of by division 7, some of those interested have asked. 

Questions of that sort are expected to move above the horizon 
soon after the regulation of motor carriers is begun, because 
not only is the Bureau of Motor Carriers to have traffic and tariff 
organizations distinct from the existing organizations but it is 
also to have separate organizations dealing with certificates of 
convenience and necessity, accounting, safety and legal matters. 
Opportunity for differences of opinion, it is believed, is reduced 
to a minimum, if not wholly eliminated, in the matter of safety. 
At this time no one who has given the matter thought has been 
able to figure out any conflict between the men who inspect 
locomotives and their boilers and those who will be chosen to 
consider motor operation safety questions. 


MIDWEST TRUCK RATES 


Illinois members of the American Trucking Associations, 
Inc., meeting at Chicago, September 5, ratified the resolution 
adopted by the rates and tariffs committee of the association 
“to the effect that truck rates be developed on a basis of reason- 
able trucking operating costs plus a reasonable profit and applied 
under a truck classification of commodities.” This action was 
in accord with earlier action by a smaller group. It was not 
taken without opposition, however. Though three votes out of 
the 99 voting were registered against the ratification, 18 were 
registered as not voting. Strong pleas were made from the floor 
for the adoption of the railroad consolidated classification as a 
basis for truck rates and the making of truck rate structures 
based on rail class rates. 

Robert J. McBride, Chicago Motor Express Company, chair- 
man of the Illinois group, presided. He was one of the most 
enthusiastic supporters of the national resolution and it was his 
plea that shippers’ representatives who had been consulted were 
opposed to basing truck rates on rail classifications and class 
rate structures. He did not say what shippers or shippers’ 
groups had been consulted, 

While nothing approaching agreement as to the details of 
a truck classification or scale of rates was reached among the 
Illinois truckers a classification plan put forward by Mr. Mc- 
Bride and a number of others closely associated with him met 
with some favorable consideration. This contemplated dividing 
all freight into three classes. A restricted list of light-weight 
commodities would be placed in class A, a restricted list of 
heavy-weight commodities in class C, and all other freight in 
class B. No definite action was taken on this or on a number of 
other proposals, the primary object of the meeting being to pass 
on the national resolution so that that action might be conveyed 
to the meeting of the fourth region of the A. T. A., held Septem- 
ber 6 in Chicago. 

Mr. McBride September 6 presented the action of the Illinois 
group to the regional meeting. He referred to the classification 
plan as having originated among Illinois shipping groups, men- 
tioning especially the traffic council of the Chicago Association 
of Commerce, the Illinois Manufacturers’ Association and the 
Illinois Association of Commerce. 

It became apparent, however, early in the regional meet- 
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ing that neither the national resolution nor the Illinois classifi- 
cation plan would be adopted without opposition. Questions 
from representatives from Missouri and Indiana indicated that 
a fight would be made for a recommendation to adopt the con- 
solidated rail classification for truck traffic, which would, at 
one stroke, defeat both the national resolution and the Illinois 
classification proposal. 

Seven of the nine states in the fourth region were present 
at the meeting—lIllinois, Indiana, Iowa, Ohio, Missouri, Michigan* 
and Wisconsin. There was no one present from Minnesota or 
Kentucky. Irwin Hart, vice-president, Keeshin Motor Express 
Company, presided in the absence of J. L. Keeshin, chairman of 
the region. 


GASOLINE TO OREGON 


The Traffic World Washington Bureau 


Asserting a belief that the railroads, by proposing a heavy 
cut in rates on gasoline and other refined petroleum products 
from California to western and southern Oregon, were trying 
to eliminate truck competition in the destination area before 
the motor carrier act became effective, motor carrier interests 
have asked the Commission to suspend Gomph’s I. C. C. No. 
1185, dated to be effective September 14. Other interests have 
also asked for suspension of the proposed reduced rates. 

Among the requests for suspension was one from the Amer- 
ican Trucking Associations, Inc., this request being its first 
addressed to the Commission in the matter of rates. Other 
motor carriers which asked for suspension were the Arrow 
Transportation Co., and the Asbury Transportation Co. of Ore- 
gon, Inc. 

The destination territory mentioned in the request for sus- 
pension is southern and western Oregon, to which motor carriers 
distribute petroleum products from Portland after they have 
arrived from California. 

According to the protests of the Asbury Transportation Co. 
the Gomph tariff proposes reduced rates from California shipping 
points to Ashland, Medford, Gold Hill and Grants Pass, Ore., 
of 30 cents a hundred pounds from San Francisco Bay terri- 
tory, 40 cents from Hanford, 44 cents from the Bakersfield and 
Seguro groups, 42 cents from the Coalinga group, and 46 cents 
from Pentland and points grouped therewith, and reduced rates 
to Glendale and Roseburg, Ore., of 35 cents from San Francisco 
Bay points, 45 cents from Hanford, 49 cents from the Bakers- 
field and Seguro groups, 47 cents from the Coalinga group and 
51 cents from Pentland and points grouped therewith. 

The greater portion of the tonnage of gasoline and other 
petroleum products moving into the interior western Oregon 
territory affected by the new and modified rates has moved, 
according to the protests, through Portland, being discharged 
from tank steamers into storage facilities at Willbridge and 
Linnton, Ore., thence moving to destination by rail tank cars 
or by tank trucks. 

According to the Arrow request for suspension, a typical 
petition, the rates and charges now exacted by it and by other 
tank truck operators are identical with the rail rates from Port- 
land, Willbridge and Linnton to the respective destinations. It 
is asserted the rail and tank truck carriers have been and are 
competing for this business on a basis of substantial equality. 
It is asserted that the traffic to the affected destination terri- 
tory is divided substantially in equal parts between the rail 
and tank truck carriers. A further declaration is that by the 
Gomph schedules the rail carriers propose to establish rates 
which are unduly and unreasonably low and which will divert a 
substantial part of the traffic, particularly that destined to the 
Rogue River valley, from its long-established channel of move- 
ment and completely disrupt the rate structure and rate rela- 
tionships heretofore established and approved by the Commis- 
sion. 

The Arrow petition declares that whereas the existing rate 
by rail in tank cars lots or by truck in tank truck lots from 
Portland to Grants Pass, a distance of 304 miles, is 40 cents a 
hundred, and the existing rail rates from San Francisco Bay 
points for a haul of 477 miles is 58% cents, it is proposed to 
reduce the San Francisco rate to 30 cents a hundred, although 
no corresponding change has been proposed in the rate from 
Portland. It is asserted that identical reductions are proposed 
from San Francisco to Medford and Ashland where both the 
rail and truck rates from Portland are 42.5 cents and 45 cents 
respectively; that it is proposed to establish a new rate of 35 
cents a hundred pounds to both Roseburg and Glendale from 
San Francisco and to establish and maintain from other Cali- 
fornia producing points to the western Oregon destinations new 
and reduced rates to Medford, Ashland and Grants Pass, show- 
ing unreasonable and excessive reductions comparable with 
those referred to from San Francisco Bay points. 

After stating that the proposed reductions were claimed to 
be published to meet truck competition the Arrow petition said, 
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shall have become effective; that the proposed rates to Medfy, 
Ashland and Grants Pass are actually lower than the transpo 
tion cost by tank truck from Willbridge, Linnton and Portla 
to said points and if permitted to become effective will in ty 
destroy and eliminate truck competition and service to tho 
points and other points in the Rogue River valley, to the serijg, 
injury and damage of your petitioner and other tank try 
operators and to the public, contrary to the objects and purpog, 
of the transportation act and of other legislation regulatij 
interstate commerce.” 

All of the proposed reduced rates, if permitted to becon 
effective, it is asserted, will yield no profit whatever to the raj 
carrier and in order to recoup the profit now being earned y 
the petroleum products now moving to this area by rail an add¢ 
burden would necessarily be placed on other traffic, with , 
probable diversion of such other traffic to other modes of tran 
portation and a consequent further loss of revenue. 

The Arrow petition also asserts that the carrier proposq 
a rate of 30 cents a hundred from San Francisco to Medford fy 
a haul of 445 miles, while it proposes to continue in effect a ra 
of 58 cents a hundred from San Francisco to Klamath Falls for, 
haul of 433 miles. Similar discrepanies, it is asserted, are py 
posed to be maintained at other points in the Klamath Fal; 
area thus resulting in unjust discrimination against the Klamat) 
Falls area and in favor of points in the Rogue River valley. 

American Trucking Associations, Inc., with which was joing 
Allied Truck Owners, Inc., in its petition for suspension saij 
memberships in it included many interstate operators who hai 
large investments in special equipment and facilities employed in 
the transportation of gasoline and other refined petroleun 
products between points in California and points in Oregop 
which operators would be directly and substantially affected by 
the proposed schedules, 

“Petitioners submit,” said that request for suspension, “that 
since the passage of the motor carrier act, which act become 
effective October 1, 1935, or two weeks from the effective date 
of the proposed tariffs, the Commission has the same obligation 
to promote sound economic conditions in both motor and rail 
transportation on the basis of their respective merits as trans- 
portation agencies under the circumstances and conditions of 
each class of operation and services, and for each class of 
commodity. 

“There cannot now be logically filed and accepted any tariff, 
the purpose of which is prima facially productive of unfair and 
destructive competition and monopoly, without an investigation 
and a specific finding by the Commission that the proposed rates 
are economically sound and are based on the inherent advantages 
of the transportation agency proposing same.” 

Pointing out that in accordance with the provisions of the 
motor carrier act, motor carriers would have to file initial rates 
and tariffs, American Trucking Associations, Inc., said such tariffs 
should bear a proper relation to the cost and value of the serv- 
ice and to the inherent advantages of the method of transporta- 
tion. 


“Motor carriers which specialize in the transportation of 
petroleum products cannot operate on rates which are below 
the cost of truck transportation and pass on to other traffic a 
loss occasioned by unfair and below cost competition, nor should 
other traffic be so burdened under any circumstances,” says the 
A. T. A. petition, “Competition between rail and motor carriers 
is no longer the sole measure of tariff rates and such a basis 
produces a chaotic condition which is contrary to the policy of 
Congress and the powers and duties of the Commission.” 


Adopting the factual showing made by other protestants, 
the A. T. A. said that the proposed rates were not necessary as a 
competitive measure. It said that the absence of any showing 
by the proponents of the tariff*of any circumstances justifying 
immediate action, or of any injury to result from suspension 
pending investigation sustained the contention that the tariffs 
should be suspended and the status quo maintained until the 
Commission had an opportunity to investigate and determine 
the proper rates for both rail and truck transportation, It 
asserted the motor carrier act was passed to prevent chaotic 
rate conditions and to prevent cutthroat competition. 


“The Commission now has the authority,” says the petition, 
“and we respectfully submit the duty to require an orderly 
procedure to develop and maintain rates based on economic 
facts. The suspension of the proposed rates and an investigation 
afford the only means of reaching a proper determination.” 

The petition alleges that the assailed schedules are contrary 
to the policy of Congress as enunciated in the motor carrier act 
and violative of sections 1 (5), 2,3 and 15 (a). 

Requests for suspension were also made by the Fletcher 
Oil Co., Inc., of Los Angeles, Calif., the Public Utilities Commis- 
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sioner of Oregon, and the Portland Traffic & Transportation 


Association. 
drawn by telegraph, 
authoritatively promised to establish rates that would be satis- 
factory to the association, southbound from Portland to Rose- 
purg, Glendale, Grants Pass and other points. 


The protests and petition of the latter were with- 
It said that the Southern Pacific had 


The rail defense of the proposed rates had not been received 


py the Commission when this was written. 


TRUCK AND RAIL LABOR HOURS 


Editor The Traffic World: 

The article headed “Truck Labor Hours” in your issue of 
August 10 captured my attention, and I have read it several 
times endeavoring to determine why the majority of the Massa- 
chusetts utilities commission adopted a charitable attitude 
toward a trucking firm that wilfully and repeatedly violated the 
hours of labor provision of the trucking law. 

What about the railroad employes who are unemployed due 
to chiseling trucking firms and employes of steamship companies 
who likewise have been put on the welfare because some truck- 
ing firms could charge lower rates based on the excessive hours 
of labor of truck drivers and starvation wages? I was glad 
to learn that truck drivers brought the complaint against Sabins 
and Son, for, when they get the decent hours and pay that pre- 
vail on the railroads and steamship lines, all of these agencies 
can exist. ; 

As an employe of a railroad I have seen men laid off and 
wages reduced and at the same time a trucking firm develop 
a large business. This is because it worked men day and night 
and paid them such low wages that it could cut rates. I wish 
the Commission knew our side of the case, and I don’t think 
it would be so charitable. 

Boston, Mass., August 30, 1935. 


TRUCK COSTS AND RATES 


Editor The Traffic World: 

I am particularly interested in the editorial in the August 
24 issue touching on “Truck Regulation Problems,” and wish to 
offer some information that might be helpful; if you think it 
worth while, it can be published in your magazine. 

For the last year or more I have made quite a study of road 
mileages. I have furnished some of the members of the National 
Fertilizer Association road mileages to forty thousand points, 
applying from various fertilizer manufacturing points to distri- 
buting points in Zone 2 territory, which largely embodies Penn- 
sylvania, New Jersey, and New York. 

This information was obtained through the working of a 
mechanical device figured so many miles to the inch, and could 
be so accurate as to be figured in feet. 

It does seem to me that the truck cost should be figured 
largely on this basis—that is, the number of miles hauled. In 
discussing this subject with some important Pennsylvania truck- 
men I find they are of the same opinion. 

I submitted this information to Mr. Eastman some time ago, 
and also have written Mr. John L. Rogers; Mr. Ted Rogers, of 
the American Trucking Associations, has the subject under con- 
sideration. : 

No doubt the truck rates will have to be in some relative 
form to the rail rates and maybe the short line mileages, in many 
instances, would not bring about the proper comparison; how- 
ever, inasmuch as the new motor truck bill will not regulate the 
truck rates, it seems to me that they will have to be somewhat 
lower than the rail rates, even though their rates include pick-up 
and store-door delivery, if the shipping public is to give the 
motor truck its share of the freight business. 

James B. Zink, Freight Traffic Counselor. 

Philadelphia, Pa., August 29, 1935. 


Thomas W. Scully. 


WAREHOUSING AT NEW YORK 


In a brief in Ex Parte No. 104, part 6, warehousing and stor- 
age of property by carriers at the port of New York, on rehear- 
ing, the Warehousemen’s Protective Committee urged the Com- 
mission again to make findings, which in its estimation would 
remove the evils it contended had crept into the warehousing 
done by trunk lines at the port of New York. The committee 
said that, despite many decisions, this investigation had dis- 
closed violations of the regulating statutes more numerous and 
flagrant than were revealed theretofore. 

“Part way measures have proved to be ineffectual,” said the 
brief. “The issues will not be suppressed and will not remain 
settled until decided and settled right by the complete divorce- 
ment of the trunk lines from the commercial warehouse business 
compelled by the Commission.” 

The position of the Warehousemen’s committee, the brief 
said, was that the respondent carriers, by means of the assailed 
practices, had violated, and were continuing to violate, sections 
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2, 3 (1) and 6 (7) of the interstate commerce act and section 1 
of the Elkins act and that the further hearing disclosed that the 
carriers had not discontinued the violations of the statute which 
were revealed in the prior hearing. The resulting unjust dis- 
crimination against, and undue prejudice to the many complain- 
ing members of the committee, the brief said, were set out in 
the committee’s brief of November 22, 1932. 

“We insist that compliance with the two statutes can be at- 
tained,” said the brief, “only through complete withdrawal of 
the trunk lines from engagement in commercial warehousing 
and storage.” 


MOTOR CARRIER BANQUET 


Governor Harold G. Hoffman, New Jersey, has accepted the 
invitation of the American Trucking Associations, Inc., to be a 
speaker at its banquet at the Hotel Stevens, Chicago, October 14, 


TRUCK RATE MEETING 


The meeting of the national rates and tariffs committee of 
the American Trucking Associations, Inc. (see Traffic World, 
August 31, p. 364), has been postponed from September 9 to 
September 16, the latter date being more convenient. 

The Washington office of the association is to be moved, 
about September 15, from the Transportation to the Investment 
Building, the latter affording accommodations believed to meet 
more nearly the requirements of the association than the present 


office quarters. 


STOREDOOR C. O. D. SERVICE 


A C. O. D. service on merchandise freight at points where 
storedoor delivery is: now in effect was inaugurated on the 
Pennsylvania system and connecting lines in C. F. A. and New 
England territories September 1. Under the new plan the 
invoice price of the merchandise is collected by the railroad 
representative on delivery of the goods to the purchaser’s door 
and remittance is made to the shipper by railroad draft, the 
railroad assuming entire responsibility. A sliding scale of 
charges is assessed for the service. Efforts have been made to 
divest the new service of formalities and intricacies. The 
Cc. O. D. collection may be specified by the shipper on the bill 
of lading and the whole transaction accomplished by contact 
with the freight agent at the shipper’s station. The increasing 
trend of small business toward carrying minimum inventories, 
it was said, induced the railroads to instal the new service. 
It will simplify selling to distant consignees with whom the 
seller does not have established credit relations. 


AIR FLIGHT CHECKING 


The task of scanning the entire United States from the air, 
to make certain that charts for airmen correspond with what the 
airman actually will see when he flies over the territory repre- 
sented, has been completed, according to Eugene L. Vidal, Direc- 
tor of Air Commerce. This flight checking operation was under- 
taken in connection with the series of 87 sectional aeronautical 
charts which are being published for airmen by the Bureau of 
Air Commerce, Department of Commerce, The charts are com- 
piled and printed for the Bureau by the Coast and Geodetic 
Survey. Further he said: 


Forty-eight of the charts now are in circulation. The prelim- 
inary drafts of the others are being corrected in accordance with 
the findings of the flight checks, and it is anticipated that all will 
have been printed and made available to airmen by the middle of 
November. 

Under an allotment granted by the Public Works Administra- 
tion to speed up the charting program and make all of the units 
available years in advarge of the time they wguld have been finished 
under the regular program, the Bureau of Air Commerce and the 
Coast and Geodetic Survey began work on a large scale in Novem- 
ber, 1934. At that time 22 of the 87 sections had been issued. 

The flight checking organization which flew over all the territory 
covered by the new maps consisted of nine crews, each comprised 
of a pilot and a mechanic assigned by the Bureau of Air Commerce 
and a flight check observer from the Coast and Geodetic Survey. 

In checking the locations of airports, air navigation aids, geo- 
graphical features, landmarks and major obstructions to air naviga- 
tion as shown on the preliminary compilations of the charts, the 
checking crews flew 3,922 hours, covering approximately 400,000 miles 
without accident. Since the charts cover all of the United States, 
they had to fly over every type of terrain from deserts below sea 
level to the highest mountain ranges. In California a crew checked 
the mapping of Death Valley, 276 feet below sea level, and of Mt. 
Whitney, the highest mountain in the United States. The crews 
operated in 45 states-and the District of Columbia and the only ter- 
ritory over which they did not fly was that which had been flight 
checked before the augmented program Was begun. Two hundred 
airports and landing fields were used at various times for temporary 
bases. In some regions where airports were far apart, operations 
had to extend as far as 200 miles from the field used as a base. 

Each of the sectional aeronautical charts represents an area of 
6 degrees longitude by 2 degrees latitude, or approximately 325 miles 
east-west and 150 miles north-south and is printed on a sheet about 
40 by 20 inches in size. It shows political boundaries, cities and 
towns, geographical features, railroads, and highways in black and 
color, and such features as airports, and air navigation aids, which 
are particularly significant to airmen are superimposed in red. 











HE Skipper and The Pilot oper- 
ate from the West and Midwest 


to the Virginias, the Carolinas and 


the Port of Norfolk. The Nomad 
and The Caravan operate from the 
Port of Norfolk, the Virginias and 
Carolinas, to the West and the Mid- 
west. These four named merchandise 
freight trains are upholding the rep- 
utation of Precision Transportation. 
In their daily runs they are maintain- 
ing the highest: possible standards 
for speed, safety and dependability. 
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a of the 
Norfolk and Western Freight 


Traffic Department are located in the _ 


principal cities throughout the coun- 


try. Any one of them will be glad 


to explain how these trains, through 
coordination of service, maintain pre- 


cise schedules and render a mer- 


chandise freight service that for. 


safety and dependability combined 
with speed, is unsurpassed in the 
nation. These representatives can 
help you solve any shipping problem 
that might be confronting you: 
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and Research, Associated Traffic Clubs of America—Shipping Documents 


ments is concerned with the preparation, execution, and 

recording of the documents pertaining to the shipment of 
goods. These documents include the bills of lading or shipping 
contracts of railroads, railway express carriers, coastwise, inter- 
coastal, and inland waterway carriers, motor freight carriers, 
air express companies, pipe line companies, and the parcel post 
service of the U. S. Post Office Department. 


Railroad Bills of Lading 


Early railroad bills of lading used by pioneer American rail- 
roads were individual documents usually restricted in applica- 
tion to the movement of goods between points on the lines of 
the carriers issuing them. In many cases, they were adaptations 
of the bills of lading used by the ocean shipping companies, 
canal companies, and waggoners that preceded the railroads as 
the principal carriers of goods in America, They were com- 
pletely deficient in uniformity regarding form, rules and condi- 
tions, and liability of the carriers under the bill of lading con- 
tracts. 

Progress toward uniformity in shipping contracts among 
railroads followed the growth and consolidation of smaller rail- 
roads into larger systems and the establishment of joint rates 
and through billing arrangements, and uniformity was greatly 
promoted in 1916 by the enactment by Congress of the bills of 
lading law and by the adoption by the carriers in Official, 
Southern, and Western Classification territories in 1922 of the 
uniform bills of lading contracts for carriers using these clas- 
sifications. Changes have been made in the form and in the 
contract terms and conditions of the uniform bill of lading since 
1922, as a result of amendments to the law, which will be dis- 
cussed later. 

The railroad bill of lading is concurrently a receipt for the 
goods in the quantity and quality described accepted for trans- 
portation, a contract to transport the goods under the conditions 
described in the bill, and the foundation on which the other rail- 
road shipping documents are based. The documents include the 
way-bill, the arrival notice, the freight receipt, and the copies 
of these documents required for the station of origin, the sta- 
tion of destination, and the accounting department. The same 
generalization can be made of the bills of lading and shipping 
receipts of other transportation carriers. 

Railroad bills of lading include: 


A N important phase of the work of industrial traffic depart- 


. The uniform straight or non-negotiable bill of lading. 

The uniform order-notify or negotiable bill of lading. 

. The uniform live stock contract. 

The uniform straight through export bill of lading. 

The uniform order-notify through export bill of lading. 
Government bills of lading used in the transportation of freight 
for the United States Government. 


Ole oo bo 


Uniformity in bill of lading contracts is desirable, if not 
indispensable, to promote certainty in commercial transactions, 
to establish a uniform and certain basis of carrier liability, to 
promote and clarify the postion of the connecting carriers in 
case of joint through routes, and to discourage unnecessary and 
frivolous claims against the carriers. 


The Liability of Carriers 


Carriers of goods are recognized at common law as bailees 
for hire and, as such, have a responsibility for the safe trans- 
portation custody of the goods entrusted to their care. In addi- 
tion to the general common law of common carrier liability, 
the liability of railroad freight carriers is affected by statutory 
laws of Congress in interstate commerce and by state statutes 
and state constitutions in intrastate commerce, by the rules and 
regulations of classifications and tariffs in which the carriers 
participate, and by the terms and conditions of the bill of lad- 
ing contracts. 

It is impracticable, in the space available, to discuss the 
complex questions of railroad carrier liability, but it may be 
stated, as a valid generalization from which particular excep- 
tions must be made, that rail carriers are liable to the owners 
of the goods entrusted to their care, while the goods are in the 
care of the railroads as carriers, for loss, damage, or delay, 
unless caused by: 


1. An act of God. 
2. An act of a public enemy. 


The exercise of the authority of the law. 

An act or a default of the shipper or owner of the goods, 
Natural shrinkage of the goods, 

Fire occurring after the expiration of the free time allowed by 
the tariffs of the carriers lawfully on file with the Commission in jp. 
terstate commerce and with the respective state regulatory comni:. 
sions in intrastate commerce, after notice of arrival of the S00ds x 
destination has been sent or given by the agent of the delivering cg. 
rier at destination, and after placement of the property or tender ¢ 
delivery to the party entitled to receive it has been made by th 
carrier. 

7. Quarantine regulations. 

8. An act or failure of connecting lines, in which case the initia 
carrier acts only in the capacity of an agent. 

9. Failure to transport the property by any particular train or jy 
time for any particular market—the carrier being required to trans. 
port the goods only with reasonable dispatch. 

10. Deviation or unavoidable delay incurred in procuring the con. 
pression of cotton or cotton linters. 

11. The stopping or holding of goods in transit at the request of 
the shippers, Owners, or parties entitled to make such requests. 

12. Defect or vice of the goods. 

13. Country damage to cotton incurred prior to the shipment o 
the goods. 

14. Riot. 

15. Strike. 

16. The delivery of goods at non-agency stations after the goods 
have been unloaded from the cars. 

17. The shipment of goods at non-agency stations before the 
goods have been loaded upon the cars. 

18. The shipping of explosives, inflammables or other dangerous 
goods without written disclosure by the shippers of their nature 
in which case the shippers or owners of the goods are liable for any 
damage caused by the goods. 

19. Delays awaiting the further conveyance of the goods afte 
proper tender of delivery has been made to the next connecting line. 

20. Mistakes or inaccuracy of information furnished by the carrier 
regarding quarantine laws. 

21. The sending of unclaimed freight to public warehouse for 
storage, after the expiration of free time. 


SOT OO 


Liability as Warehouseman 


The liability of a railroad as a carrier for the safety of goods 
entrusted to its care terminates, as such, after the goods have 
arrived at destination and after arrival notice has been duly sent 
or given to the consignee, and the carrier becomes liable as a 
warehouseman, The liability of the carrier, as a carrier for 
hire, for extraordinary care and responsibility for all loss, dam- 
age, and delay, except as limited by the common law, by statutes, 
or the valid provisions of the carriers’ classifications and tariffs, 
is succeeded by the liability of a warehouseman for ordinary care, 
which does not include responsibility for loss or damage, unless 
caused by lack of reasonable care. In interstate commerce, under 
the terms and conditions of the uniform bill of lading contract, 
the carriers are not liable as carriers but as warehousemen 
only in connection with shipments moving under the uniform 
bill of lading after these things have transpired: 


1. The goods must have arrived at destination. ’ 

2. The period of free time specified in the tariffs of the carriers 
lawfully on file with the Interstate Commerce Commission must have 
expired. 

3. An arrival notice notifying the person entitled to receive it that 
the goods have arrived at destination must have been sent or given 
by the delivering carrier. 

4, The goods must have been placed for delivery or a tender of de- 
livery must have been made by the delivering carrier at destination 
to the person entitled to receive it. 


Statutory Limitations on Carrier Liability 


The provisions of the interstate commerce act with respect 


to limitations on the liability of carriers engaged in interstate 
commerce have been modified several times since the enactment 
of the original act to regulate commerce, 1887. 


Section 20, of the intestate commerce act, as now amended, 
provides that common carriers engaged in interstate commerce 
subject to the act receiving goods for transportation in inter- 
state commerce must issue a receipt or bill of lading to cover 
the goods. The carrier issuing the bill or the delivering car- 
rier is liable to the lawful holder of the bill of lading for the 
full actual loss, damage; or injury caused by it or by the con- 
necting carriers over whose lines the goods have been trans- 
ported. The carriers may not make any valid contract, or 
rule, or regulation exempting them from liability or limiting 
their liability, without respect to the manner or form in which 
the limitation of liability or the limitation of the amount of the 
recovery is sought to be made. All such limitations of liability 
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or of the amount recoverable are unlawful and void, with the 
following exceptions: 


1. If the loss, damage, or injury occurs while the goods are in 
the custody of a carrier by water, the liability is determined by the 
jaws and regulations applicable to transportation by water, and the 
liability of the initial or delivering carrier is the same as that of the 
water carrier. ares : d 

2. Limitations of liability are not forbidden in case of baggage 
carried on passenger trains or boats or trains or boats carrying pas- 


Ss rs. 2 
sae % Limitations of carriers’ liability may lawfully be made in con- 
nection with property, except live stock, transported at rates de- 
pendent on the value of the goods declared in writing by the shipper 
or agreed on in writing as the released valuation of the property. 
Agreements or releases as to value under this provision of the act are 
valid only when the rates are expressly authorized or required by 
appropriate orders of the Commission. The declarations or agree- 
ments have no other effect excepting to limit the liability of the 
carriers and the amount of recovery to an amount not exceeding 
value so declared or released. When so made such agreements as to 
value of the goods are not considered to be violations of section 10, of 
the interstate commerce act. Tariff schedules filed with the I. C. C. 
pursuant to orders involving agreed or released value must contain 
specific reference to the Commission’s orders, Rates varying with the 
declared or released values may be published in the carriers’ tariffs 
under appropriate authority of the Commission. The Commission is 
empowered to make orders with respect to rates dependent on and 
varying with the declared or agreed valuation of the goods when, in 
its opinion, such rates are just and reasonable under the circum- 
stances and conditions surrounding the transportation. 


The term “ordinary live stock,” as used in section 20, para- 
graph 11, of the interstate commerce act, includes “all cattle, 
swine, sheep, goats, horses and mules except animals of these 
kinds which are chiefly valuable for breeding, racing, show 
purposes, or other special uses.’* 

The interstate commerce act gives to the common carrier 
that has issued the bill of lading or the delivering carrier that 
has transported and delivered the goods the right of recovery 
for amount of the damages paid the owners of the property 
against the carrier on whose line the loss, damage, or injury 
was actually sustained.’ 

Numerous state laws or constitutional provisions affect the 
liability of carriers and the limitation of carriers engaged in intra- 
state commerce. These statutes and constitutional provisions 
are too numerous and varied to be discussed here. 


Liability of Water Carriers 


Water carriers use bills of lading differing materially from 
the bills of lading used by rail carriers, characterized not only 
by this greater size but by the difference in liability of the car- 
riers. The liability of carriers by water in the domestic com- 
merce of the United States is governed by the provisions of the 
Harter act, which makes it unlawful for the manager, master, 
agent, or owner of any vessel transporting goods from or be- 
tween ports of the United States and foreign ports to insert in 
any bill of lading or shipping document any provision or agree- 
ment relieving the carrier from liability for loss or damage 
arising from negligence, fault, or failure in the proper loading, 
stowage, custody, care, or proper delivery of the goods entrusted 
to it. Such provisions are null and void, even though agreed 
to by the shipper or owner of the goods. 

It is also declared to be illegal to insert in any bill of lading 
or other shipping document any covenant or agreement les- 
sening, weakening, or avoiding the obligation of the carrier by 
water to exercise due diligence in properly equipping, manning, 
provisioning, and outfitting the vessel, and of making the vessel 
seaworthy and capable of performing its intended voyage, or the 
obligation of the “masters, officers, agents, or servants” care- 
fully to handle and stow the vessel’s cargo, to care for it and 
deliver it properly. 

If the owners of the vessels engaged in water transporta- 
tion exercise due diligence to make the vessels in all respects 
seaworthy and properly manned, equipped, and supplied, neither 
the vessels nor their owners, agents, or charterers are respon- 
sible for loss or damage resulting from: 


Dangers of the sea or other navigable waters. 
Acts of God. 
Acts of public enemies. 
Inherent defects, quality, or vice of the things carried. 
Insufficiency of package. 
. Seizure under legal process. 

7. Loss resulting from any act or omission of the shipper or owner 
of the goods, his agent or representative. 

8. Saving or attempting to save life or property at sea, or from 
any deviations in rendering such services. 


It is made the duty of the owners, masters, or agents of 
vessels engaged in transporting from or between ports of the 
United States and foreign ports to issue to the shippers of lawful 
merchandise a bill of lading or shipping document stating, among 
other things: 


Ime wre 


1. The marks necessary for the identification of the goods. 
_ 2. The number of packages or quantity, stating whether it is 
shipper’s or carrier's weight. 





? Interstate Commerce Act, Section 20, paragraph 11. 
“I. C. A., Section 20, paragraph 11. 
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3. The apparent order or condition of the goods delivered to and 
received by the carrier for transportation. 


The bill of lading or shipping document, so issued, is prima 
facie evidence of the receipt of the goods described therein. 

The violation of any of the provisions of the Harter act or 
the refusal to issue a bill of lading or shipping document on 
demand renders the owner, master, or agent of the vessel guilty 
of the violation or refusal liable to a fine of not more than 
$2,000. The amount of the fine and costs constitute a lien on 
the vessel, which may be libeled for the amount in any district 
court of the United States within the jurisdiction of which the 
vessel may be found, One half of the penalty goes to the party 
injured by the violation of the law and the other half to the 
United States Government.’ 


Liability of Motor Carriers 


Motor transport carriers are not subject to regulation in 
interstate commerce at the present time, though an act provid- 
ing for such regulation becomes effective next October, unless 
postponed by the Commissioner. The motor carriers engaged 
in common carrier services in interstate commerce are generally 
liable as common carriers under the common law common car- 
rier liability, subject to valid restrictions imposed by their clas- 
sification, tariffs, or bills of lading contracts, which vary so 
widely that discussion of them is futile as well as impracticable. 
As common carriers, motor transport operators are responsible 
for a high degree of care in handling the goods entrusted to them 
for transportation. 

Many states provide for the regulation of motor carrier 
engaged in common carrier and contract carrier services and 
govern the issuance of bills of lading or receipts by such carriers 
and the limitations imposed by the carriers on their liability. 
State statutes or constitutional provisions sometimes prohibit 
Imitation of common carrier liability by any device or agree- 
ment, even when contingent on reductions in rate commensurate 
with the limitation of liability. 


Express Receipts 


Express carriers issue a uniform express receipt in lieu of a 
bill of lading contract. The terms and conditions governing the 
uniform express receipt, which may be used either for prepaid 
or collect shipments, differ from the uniform railroad bill of lad- 
ing. In consideration of the rates charged for the transportation 
of the goods by the express carrier which are dependent on 
the value of the goods and based on an agreed valuation of not 
more than $50 for any shipment of 100 pounds or less, and not 
exceeding 50 cents a pound actual weight im case of shipments 
in excess of 100 pounds, the liability of the express carrier is 
limited to these amounts, unless a greater value is declared in 
the express receipt. 


Unless caused by their own negligence or that of their 
agents, the express carriers are not liable for difference in weight 
or quantity of the goods caused by shrinkage, leakage, or evapo- 
ration; the death, injury, or escape of live freight; or the loss 
of money, bullion, bonds, coupons, jewelry, precious stones, valu- 
able papers, or other matters of extraordinary value, unless 
these articles are specifically listed in the express receipt. 


Express carriers, furthermore, are not liable for loss damage, 
or delay, unless caused, in whole or in part, by their own 
negligence or negligence of their agents, or when the loss, 
damage, or delay is caused by: 


1. The act or default of the shipper or owner of the goods. 

2. The nature of the goods, or defect or inherent vice in the goods. 

3. Improper or insufficient packing, securing or addressing of the 
shipments. 

4. The act of God, public enemies, authority of the law, quaran- 
tine, strikes, perils of navigation, the hazards or dangers incident to 
a state of war, or occurrence in customs warehouse. 


5. The examination by, or partial delivery of the goods to the 


consignee of C. O. D. (collect on delivery) shipments. 

6. The delivery of goods under instructions of consignor or con- 
signee at stations where there is no agent of the express carrier after 
the shipments have been left at the stations. 


In addition to the uniform express receipt used by the 
express carriers to govern the transportation of general mer- 
chandise shipments, they use the following special receipts: 
“the uniform contract for ordinary live stock”; “the uniform 
live stock contract for animals other than ordinary live stock”; 
and a ‘special contract for the transportation of paintings, 
pastels, pictures, statuary and wax figures of value of over $550.” 


Parcel Post 


No receipt, bill of lading, or other document is used by the 
U. S. Post Office Department except in case of insured parcel 
post shipments or registered mail services. The Post Office 





’Harter act, effective July 1, 1893. 
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assumes no liability for parcel post shipments unless insured at 
the time of shipment. 


Pipe Lines 


Pipe lines engaged in the -transportation of crude petroleum 
and refined oils use transportation contracts or pipeage con- 
tracts serving as receipts for the goods, a representation of the 
amount and kind of marketable oil to be transported, and the 
rules and regulations governing the transportation, subject, 
usually, to a one per cent deduction for evaporation and loss. 
A typical pipe line tariff provision stating the liability of the 
carrier follows: 


No risk of fire, storm, flood or,act of God, and no risk resulting 
from riots, insurrection, rebellion, war or act of the public enemy, or 
from quarantine or authority of law or any order, requisition or neces- 
sity, of the government of the United States in time of war, shall be 
borne by the company, nor shall any liability accrue to it for any 
damage thereby occasioned; and in case of loss of any crude oil from 
any such causes after all has been received for transportation and 
before the same has been delivered to the consignee, the shipper shall 
bear a loss in such proportion as the amount of his shipment is to all 
of the oil then in the custody of the company for shipment via the 
lines or other facilities in which the loss or damage occurs, and the 
shipper shall be entitled to have delivered only such portion of his 
shipment as may remain after a deduction of his due proportion of 
such loss, but in such event the shipper shall be required to pay 
charges only on the quantity of oil delivered, provided, this rule shall 
not apply in case of negligence of the company. 


Preparation and Execution of Bills of Lading 


The proper preparation and careful execution is one of the 
important detail or routine tasks of industrial traffic depart- 
ments, requiring the services of a trained and careful employe 
in the traffic department general office, in the shipping sub-de- 
partment or in the plan transportation subdivision depending on 
the nature of the work and the preference of the management. 


Shippers always have the option, in using the services of 
rail carriers, of shipping under the terms and conditions of the 
uniform bill of lading contract at the rates named in the car- 
riers’ tariffs, or shipping under the common. law liability at 
rates 10 per cent higher than the published rates, subject to a 
minimum extra charge of 1 cent a hundred pounds.‘ The ship- 
ping documents covering shipments to be forwarded on this 
basis of liability must be endorsed to this effect. 

Care should be exercised in preparing bills of lading and 
other shipping documents to insure: : 


1. That the shipping instructions are complete in all details. 
2. That the name of only one shipper, consignee, and destination 
appear in the billing. 

3. That the goods be accurately and completely described. 

4. That trade names or other specialized descriptions be avoided 
and the goods described in the terms used in the classification or 
tariff governing. 

5. That the number and ‘description of containers are correct. 
That box makers’ certificates be indicated, where required. 

. That the weights are accurate. 

. That the proper route and proper delivering carrier are inserted. 

9. That junction points are shown when the goods are to move via 
certain interchange points. 

10. That the rate and route indicated are correct and reconcile 
with each other. 

11. That the bills are properly dated. 

12. That the writing or typing is clear, legible, and permanent. 
13. That any alterations or corrections in the bills are signed by 
the initial carriers’ agents before the goods are shipped. 


6 
7 
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Extra copies of bills of lading or other shipping documents 
are often required by shippers for use of the shippers, brokers, 
jobbers, factors, dealers, salesmen, or consignees. 


The Commission has had the form and substance of railroad 
bills of lading before it on several occasions. In Docket. 4844, 
submitted December 7, 1918, and decided April 14, 1919, it pre- 
scribed a form of bill of lading found to be just and reasonable 
and lawful to be used on the lines of all rail carriers subject to 
the interstate commerce act, and a form of through bill of lad- 
ing to be used in foreign commerce with non-adjacent foreign 
countries.* 

Modifications in the rules and regulations of the vniform 
domestic bill of lading to conform to the requirements of the in- 
terstate commerce act, as amended by the transportation act, 
1920, were made by the Commission in 1921, and at the same 
time it made rules and regulations prescribing the form of the 
uniform live stock contract.’ Further modifications in the order 
of the Commission governing the uniform domestic bill of lading 
and the uniform live stock contract were made in 1922.’ 


In 1930 the Commission condemned the practice of cer- 
tain shippers of carbonizing the backs of bills of lading in order 
to make interoffice memoranda, receipts, and other copies. This 
often resulted in impairing the legibility of the bills and in rear- 


‘Rule 1, Consolidated Freight Classification No. 9. 

5In the Matter of Bills of Lading, Docket No. 4844, (52 I. Cc. C. 
671). 

* (64 I. C. C. 357), decided October 21, 1921. 
7 (66 1. C. C. 63), decided January 9, 1922. 
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ranging the form and reducing the size of the bills. The Con. 
mission declared, without issuing an order, that the carrie; 
were to reject all such bills of lading, stating: 

Nothing should be done to interfere with the legibility of thy 
terms and conditions of the contract of carriage or the continuity 9; 
arrangement thereof, or to vary any of the terms and conditions 9 
the regular bills of lading.* 

On further hearing, however, the Commission, in , 
supplemental report, modified its previous finding to the exten 
of approving the practice of issuing bills of lading on which the 
entries have been imprinted by carbon paper, provided the form; 
of the bills of lading in all other material respects conform to 
the uniform bill of lading contracts approved by the Comnis. 
sion, and provided that the carbon imprint bills of lading te. 
dered the carriers for issuance as original bills of lading are 
clearly legible and free from erasures and interlineations.’ 





I. C. C. 214), decided July 15, 1930. 
L. 


* (ie 
9 (1 Cc. C. 362), decided February 3, 1931. 
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SO-CALLED TERMINAL RATES 


The Secretary of Commerce, in Shipping Board Bureau No, 
193, intercoastal rates to and from Berkeley and Emeryville, 
Calif. (No. 2), has found not justified the proposed cancellation 
of joint rates maintained by the McCormick Steamship Co. and 
Berkeley Transportation Co. for through intercoastal transpor. 
taticon of property between Berkeley or Emeryville, Calif., and 
points on the Atlantic coast. The suspended schedules have 
been ordered canceled and the proceeding discontinued. 

Suspension of the schedules followed protests by the city 
of Berkeley, Berkeley Manufacturers’ Association, Berkeley 
Chamber of Commerce and the Paraffine Companies, Inc. The 
Oakland Chamber of Commerce, the Board of Port Commis. 
sioners of that city, Certain-teed Products Corporation and 
members of the Hard Surface Floor Covering Manufacturers’ 
Traffic Council intervened in the case. 

Transshipment of cargo moving on the rates sought to be 
canceled takes place at San Francisco. The establishment of 
such rates as those in question was found justified by the 
Department of Commerce in Intercecastal Rates to and from 
Berkeley, etc., I U. S. S. B. B. 365, decided March 5, 1935. The 
record in that case was stipulated, the report said, into this 
case. 

In support of the suspended tariffs it was testified for the 
McCormick line, said the report, that its desire to cancel the 
lates was due to a feeling on its part that the continued appli- 
cation of so-called terminal rates to such places as Emeryville 
and Berkeley, which could not be reached by its own vessels 
because of insufficient depth of water, was likely to place it in 
an embarrassing position; also that continuance of the rates 
was not promotive of any substantial increase in its tonnage. 

“The rates sought to be canceled are not terminal but joint 
rates,” said the report. “Furthermore what embarrassment the 
continuance of such rates will bring upon the McCormick Steam- 
ship Co is not established of record.” 

Cancellation of the rates, the report added, would result in 
the shippers having to pay the higher charges resulting from 
the use of the combination of the McCormick and the Berkeley 
Transportation Co. rates. 

Carriers, the report said, were not required to establish 
joint through rates, but that when they voluntarily did so their 
cancellation depended on whether or not such action violated 
any provision of the law. It pointed out that Berkeley, Emery- 
ville, Oakland and Richmond, Calif., were nearby places, with 
Berkeley industries competing with industries at Oakland. It 
said that prior to March 5, 1935, McCormick Steamship Co. main- 
tained terminal rates and also joint rates with certain San Fran- 
cisco Bay carriers, all similar in mounts, for intercoastal trans- 
portation from and to Oakland and Richmond. 

In view of the competitive situation, the report said, the 
cancellation of the joint rates involved would result in undue 
end unreasonable preference and advantage to Oakland and 
Richmond and shippers there located, and to undue and unrea- 
sonable prejudice and disadvantage to Berkeley and Emeryville, 
in violation of section 16 of the shipping act, 1916. 





CURRENT AMERICAN SHIPBUILDING 


The Department of Commerce has reported that, August 1, 
American shipyards were building or had under contract, the 
figures not including vessels that had been launched but not 
completed, the vessels being for private owners, 30,686 gross 
tons compared with 40 vessels aggregating 20,292 tons on July 
1, Steam and motor vessels, steel, aggregated 4,371 and unrigged 
steel ‘vessels, 22,316 tons. 





SHIPPING BOARD ORDER 


On motion of the complainant the Shipping Board Bureau 
has dismissed No. 136, City of Oakland et al. vs. Arrow Line 
et al. 
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Ocean Shipping News 





OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


There was little demand for full cargo tonnage in any of the 
chartering trades in the last week and, as a result, a large amount 
of prompt tonnage was available. Freight rates remained steady. 
in the grain trade the St. Lawrence-homeward minimum rate 
schedule, which was put into effect some time ago, was extended 
at a meeting of the Tramp Shipping Administrative Committee 
in London to include all United States ports in the North At- 
lantic range. Minimum berth rates to Antwerp-Rotterdam were 
get at 844 cents a hundred pounds, 9% cents to Hamburg, and 
10 cents to Bremen. 

Grain fixtures consummated included a steamer for 26,000 
quarters from Montreal to picked ports in the U. K. at the 
minimum rate of 1s 6d for loading the first half of September, 
and a steamer, 2,875 net tons, from Fort Churchill to U. K.- 
Continent for September loading, opening the season at this port. 

Among the scattered trans-Atlantic sugar fixtures were a 
7,000 ton vessel from Cuba to U. K.-Contingent at 12s for middle 
October loading and a 7,500 ton steamer from three ports in 
Cuba to U. K.-Continent at 12s and 3d less for each port saved, 
for September-October loading. 

The list of time characters was the smallest in several weeks 
and was limited entirely to West Indies and Canadian trading. 

The movement of scrap iron continued unabated, with reports 
from Norfolk and Houston indicating great activity. From Nor- 
folk it was reported that six ships had been chartered to carry 
scrap to Mediterranean and Far East ports, while Scotland was 
also said to be buying scrap in large quantities . The movement 
from Houston has been mainly to the Far East. 

Among the scrap iron cargoes reported were a steamer, 
3,022 net tons from the Atlantic range to Japan at 11s 3d for one 
or 11s 9d if two ports of discharge, for early October and a 
steamer of 932 net tons from the North Atlantic range to Ardros- 
san at 12s f. d. for loading the first half of September. 

No coal or lumber fixtures developed. 

Among a number of tankers fixed were two from the Gulf, 
one a 9,000 ton clean vessel to the French Mediterranean, with 
option for North Africa, done on private terms for September- 
October loading, and the other an 8,500 ton dirty motorship to the 
French Atlantic range at 11s 3d for loading the end of September. 
From California a 14,000 ton dirty vessel was fixed for Japan 
at 37 cents for October and a 9,000 ton motorship was taken for 
a clean cargo to Australia at 17s Australian currency. Septem- 
ber-October loading. 


Red Star Conference Membership 


The special order issued by Secretary of Commerce Roper 
(see Traffic World, Aug. 31) concerning the right of the Red 
Star Line to become a member of the North Atlantic-Continental 
Freight Conference has left the way open for the line to become 
a member, in the opinion of Captain Thor Eckert, vice-president 
and general manager of the Red Star and Arnold Bernstein lines 
in the United States, who disagreed with the interpretation 
placed on the order in some quarters. He said he had already 
made application to the conference for membership and that 
what the Shipping Board Bureau had actually decided was that 
there Was now no barrier to the right of the Red Star Line to 
join the conference. He added that the decision was entirely 
harmonious with that of M. Oboussier, arbitrator, who ruled that 
the Red Star Line should have a place in the westbound con- 
ference pool, and that its right to recognition as a conference 
member in both the eastbound and westbound trades was defi- 
nitely established. 


Objections by the Black Diamond and Belgian lines to the 
Red Star Line’s membership in the conference were based on 
the claim that an existing agreement between the conference 
and the Arnold Bernstein Line restricted the latter to the car- 
riage of unboxed automobiles and that, since the Arnold Bern- 
stein interests had purchased the Red Star Line, the restric- 
tions of the agreement could be avoided through the Red Star 
Line. The Red Star Line contended that, since its service was 
continued on the same basis as when it was owned by the Inter- 
natonal Mercantile Marine Company, the change of ownership 
made no difference. Secretary Roper’s order disapproved the 
unboxed automobile agreement, Captain Eckert said, and it was 
stated in the order that there was “upon the record now before 
the department no lawful reason for refusing its (Red Star) 
admission to membership.” 











Representatives of shipping interests of New York, Boston, 
Philadelphia and Baltimore and of the eastern trunk line rail- 
roads will put up a vigorous fight in support of the suspended 
rates on unboxed automobiles for export from points in Michigan 
and contiguous territory to South Atlantic and Gulf ports, on 
which hearings are scheduled to begin before the Interstate Com- 
merce Commission in New Orleans, September 24. Conferences 
between the port interests and the rail executives have been held 
in New York and plans laid for presenting the railroads’ case. 


American-Caribbean Membership 


Failure of the Associated West Indies Steamship Lines Con- 
ference, island division, to admit the American Caribbean Line 
to membership has caused that line heavy losses in freight ship- 
ments, it was charged at a hearing before Shipping Board 
Bureau Examiner A. L. Lansdale September 4. The hearing was 
called as a result of a complaint by the American Caribbean 
Line, which participates in the trade between the West Indies 
and Europe with transshipment at New York, against the mem- 
ber lines of the conference. F 

Only one steamship company, the Harrison Line, operating 
between the West Indies, British Guiana, Mexico, Gulf ports 
and the United Kingdom, has insisted on barring the American 
Caribbean Line from the conference and it was the only member 
line represented at the hearing. A unanimous vote is required 
for admission to the conference. 

J. W. Cowan, an official from the Liverpool office of the 
Harrison Line, testified that the American Caribbean Line did 
not come within the scope of the conference because it did not 
operate in the trans-Atlantic trade, but used connecting lines 
at New York for trans-Atlantic shipment. Restricted spheres of 
operation had been mapped out for each member line of the con- 
ference, he said. Deferred rebates, he added, were a part of the 
conference agreement, shippers using the conference lines ex- 
clusively getting the advantage of a ten per cent monthly rebate. 

W. H. Griffin, general traffic manager of the American Carib- 
bean Line, described the service that his line operates and stated 
that the deferred rebate system of the conference had caused the 
American Caribbean Line to lose freight which it otherwise 
would have carried. Asked regarding a compromise offered to 
the line providing that it should restrict its transshipment carry- 
ings to the Continent and not participate in the United Kingdom 
trade, he said he felt his line, if it obtained membership in the 
conference, should have all of Europe in its sphere. Mr. Griffin’s 
claim that the speed and fortnightly service offered by the Amer- 
ican Caribbean Line made possible as fast service to Europe via 
New York as the direct service from the West Indies was denied 
by Mr. Cowan, who said this was impossible. 

In adjourning the hearing, Examiner Lansdale announced 
that briefs would be filed within thirty days of receipt of the 
transcript. 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the De- 
partment of Commerce on agreements filed pursuant to the 
provisions of section 15 of the Shipping Act, 1916, as amended: 


Agreements Approved 


Agreement No. 4352 between Grace Line, Inc., Panama Mail 
Steamship Company, Mississippi Shipping Company, Inc., Standard 
Fruit and Steamship Company, and United Fruit Company covering 
the booking and transportation of passengers on “round South Ameri- 
can tours.” 

Agreement No. 4391 between Pacific-Atlantic Steamship Company 
(Quaker Line) and States Steamship Co. providing for the transporta- 
tion of cargo under through bills of lading from U. S. Atlantic Coast 
ports to ports in Japan, Korea, Formosa, Siberia, Manchuria, China 
Hong Kong, Indo-China and the Philippine Islands. 

Agreement No. 4392 between States Steamship Company and Pa- 
cific-Atlantic Steamship Company (Quaker Line) providing for the 
transportation of cargo on through bills of lading from Japan, Korea, 
Formosa, Manchukuo, Siberia, China, Hong Kong, Indo-China and 
the Philippine Islands to U. S. Atlantic ports. 

Agreement No. 4401 between Western Transit Company and Nich- 
olson Universal Steamship Company and Spokane Steamship Company 
providing for the use of space and terminal facilities of the Transit 
Company at Detroit, Michigan, by the Nicholson Universal and Spo- 
kane companies for the purpose of receiving, storing and unloading 
automobiles, 

Agreement No. 4419 between Prince Line, Ltd., and Southern Pa- 
cific Company (Southern Pacific Steamship Lines—‘‘Morgan Line’’) 
providing for the transportation of tallow in casks on through Dills 
of lading from Buenos Aires and Montevideo to Houston Texas. 

Agreement No. 4420 between the United Ocean Transport Co., 
Ltd., and States Steamship Company (California-Eastern Line), 
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providing for the transportation of cargo under through bills of lad- 
ing from Japan to U. S. Atlantic ports. 

Agreement No. 4423 between the United Ocean Transport Co., 
Ltd., and Pacific-Atlantic Steamship Company (Quaker Line) pro- 
viding for the transportation of cargo under through bills of lading 
from Japan to U. S. Atlantic Coast ports. 

Agreement No. 4440 between Dollar Steamship Lines, Inc., Ltd., 
and certain member lines of the Far East Conference under which 
Dollar Line agrees that on all through shipments transported by it 
from U. S. Atlantic and Gulf ports, transshipped at a Facific Coast 
port, to a port in the Far East under the jurisdiction of the Far 
East Conference, it will charge rates no lower than rates of the 
Far East Conference. Dollar Line further agrees to transship all 
cargo covered by the agreement to vessels of carriers which are 
members of either the Far East Conference or the Pacific Westbound 
Conference. The Conference lines agree to permit Dollar Line, op- 
erating as an intercoastal carrier, to participate in the transporta- 
tion of cargo of shippers having contracts with the conference at the 
rates and upon the conditions specified in said contracts. 

Agreement No. 4455 between Edward P. Farley and Morton L. 
Feary, trustees for Munson Steamship Line, and Southern Pacific 
Company (Southern Pacific Steamship Lines)—‘‘Morgan Line’’—pro- 
viding for the transportation of tallow in drums and/or casks on 
through bills of lading from Montevideo and/or Buenos Aires to 
Houston and/or Galveston. 

Agreement No. 4456 between States Steamship Co. (California- 
Eastern Line) and Kawasaki Kisen Kaisha (Interocean Steamship 
Corporation, General Agents) providing for the transportation of 
cargo under through bills of lading from United States Atlantic Coast 
ports to ports in Japan, Korea, Formosa, Siberia, Manchuria, China, 
Hiong Kong, Indo-China and the Philippine Islands. 

Agreement No, 4457 between Pacific-Atlantic Steamship Company 
(Quaker Line) and Kawasaki Kisen Kaisha (Interocean Steamship 
Corporation, General Agents) providing for the transportation of 
cargo under through bills of lading from United States Atlantic 
Coast ports to ports in Japan, Korea, Formosa, Siberia, Manchuria, 
China, Hong Kong, Indo-China and the Philippine Islands. 

Agreement No. 4464 between American-Hawaiian Steamship Com- 
pany and Aktiebolaget Svenska Amerika Linien (Swedish-American 
Line) providing for the transportation of cargo under throurh bills 
of lading from United States Pacific Coast ports to ports in Sweden 
and Finland. 

Agreement No. 4469, between Compania Espanola de Navegacion 
Maritima S. A. (Gardiaz Lines), Consulich Societa Triestina di Navi- 
gazione, Dollar Steamship Lines, Inc., Ltd., the Export Steamship 
Corporation, Italia-Flotte Riunite Cosulich-Lloyd Sabaudo-Naviga- 
zione Generale (Italia Line), and Navigazione Libera Triestina, and 
Bull-Insular Line, Inc., providing for the transportation of cargo 
under through bills of lading from west coast of Italy and Sicilian 
ports to Puerto Rico and the Virgin Islands. 

Agreement No. 4470, between Isthmian Steamship Co., Matson 
Navigation Co., and Matson Steamship Co. providing for the appor- 
tionment of sailings and the pooling of revenues by Isthmian Steam- 
ship Co. and Matson Steamship Co. in the trade between the Hawaiian 
Islands and Atlantic and Gulf ports of the United States, and for 
the cancellation of a similar agreement and supplement thereto 
numbered respectively 3791 and 3791-A, between Isthmian Steam- 
ship Co. and Matson Navigation Co. 

Agreement No. 4475, between Kokusai Kisen Kabushiki Kaisha and 
Pacific-Atlantic Steamship Co. (Quaker Line) providing for the 
transportaton of cargo on through bills of lading from Oriental 
countries to U. S. Atlantic coast ports. 

Agreement No. 4482, between Dollar Steamship Lines, Inc., Ltd., 
and States Steamship Co. (California-Eastern Line), providing for 
the transportation of cargo under through bills of lading from Ori- 
ental countries to U. S. Atlantic Coast ports. 


Agreement No. 4483, between Dollar Steamship Lines, Inc., Ltd., 
and Pacific-Atlantic Steamship Co. (Quaker Line) providing for the 
transportation of cargo under through bills of lading from Japan, 
Korea, Formosa, Siberia, Manchuria, China, Hongkong, Indo-China, 
Philippine Islands and Java to U. S. Atlantic Coast ports. 

Agreement No. 4485, between American-Hawaiian Steamship Co. 
and Den Norske Amerikalinje A/S (Norwegian American Line) pro- 
viding for the transportation of cargo under through bills of lading 
from United States Pacific Coast ports to Norwegian ports. 

Agreement No. 4486, between N. V. Stoomvaart Maatschappy 
“‘Neederland’’ and N. V. Rotterdamsche Lloyd, jointly operating the 
Pacific-Java-Bengal Line, and States Steamship Co. (California-East- 
ern Line) providing for tke transportation of cargo under through 
bills of lading from the Philippine Islands to U. S. Atlantic Coast 
ports. 

Agreement No. 4490, between American Diamond Lines, Inc., 
3altimore Mail Steamship Company, Compagnie Maritime Belge 
(Lloyd Royal) S. A. Norddeutscher Lloyd, United States Lines Com- 
pany et al., providing for association of parties in a North Atlantic 
Continental Freight Conference to deal with the establishment and 
maintenance of agreed rates, charges and practices for or in con- 
nection with transportation of cargo in the trade covered by the 
agreement. 

Agreement No. 4491, between N. V. Nederlandsche-Amerikaansche 
Stoomvaart-Maatschappij, ‘‘Holland-Amerik Lijn’’ and Waterman 
Steamship Corporation providing for the transportation of garlic from 
Mexican ports to Puerto Rico. 

Agreement No. 4493, between Pan-Atlantic Steamship Corporation 
and American-West African Line, Inc., providing for the transporta- 
tion of cargo under through bills of lading from U. S. Gulf ports 
to West African ports. 

Agreement No. 4494, between American-West African Line, Inc., 
and Pan-Atlantic Steamship Corporation, providing for the trans- 
portation of cargo under through bills of lading from West African 
ports to U. S. Gulf ports. 

Agreement No. 4498, between States Steamship Company (Cali- 
fornia-Eastern Line) and Dollar Steamship Lines, Inc., Ltd.. provid- 
ing for the transportation of cargo under through bills of lading from 
United States Atlantic Coast ports to ports in Japan, Korea, For- 
mosa, Siberia, Manchuria, China, Hongkong, Indo-China and the 
Philippine Islands. 

Agreement No. 4499, between Pacific-Atlantic Steamship Company 
(Quaker Line) and Dollar Steamship Lines, Inc., Ltd., providing for 
the transportation of cargo under through bills of lading from United 
States Atlantic Coast ports to ports in Japan, Korea, Formosa, Si- 
beria, Manchuria, China, Hongkong, Indo-China and the Philippine 
Islands, 

Agreement No. 4500, between Bay Cities Transportation Company 
and Gulf Pacific Mail Line, Ltd., providing for the transportation of 
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cargo under through bills of lading from Oakland, 
mond and California City to U. S. Gulf ports. 

Agreement No. 4502, between Swayne & Hoyt, Ltd. (Gulf Pacif 
Line) and Crowley Launch & Tugboat Company providing for ; 
transportation of cargo under through bills of lading between J. 
Gulf ports and Oakland, Alameda and Richmond. 

Agreement No. 4503 between Swayne & Hoyt, Ltd. (Gulf Pagig, 
Line), and Bay Cities Transportation Company providing for th 
transportation of cargo under through bills of lading between UU. 
Gulf ports and aa Alameda, Richmond and California City, 

Agreement No. 4505 between Crowley Launch & Tugboat Compay 
and Gulf Pacific Mail Line, Ltd., prov iding for the transportation ¢ 
cargo under through bills of lading from Oakland, Alameda and Rich. 
mond to U. S. Gulf ports. 

Agreement No. 4506 between Waterman Steamship Corporatiy 
and Swayne & Hoyt, Ltd. (Gulf Pacific Line), providing for the trays. 
portation of rum under through bills of lading from Puerto Ric, 
ports to U. S. Pacific Coast ports. 

Agreement No. 4507 between United States Lines Company ajj 
American-Hawaiian Steamship Company providing for the transpor. 
tation of cargo under through bills of lading from London, Englanj 
to U. S. Pacific Coast ports. 

Agreement No. 4509 between United States Lines Company ani 
American-Hawaiian Steamship Company providing for the transjwr. 
tation of cargo under through bills of lading from Liverpool, Map. 
chester and Southampton to U. S. Pacific Coast ports. 

Agreement No. 3588-2 between Pacific-Atlantic Steamship Comp. 
pany (Quaker Line) and Baltimore Mail Steamship Company add. 
ing lumber and logs to Agreement No, 3588, as modified, which pr. 
vides for the transportation of cargo, except lumber, under through 
bills of lading between U. S. Pacific Coast ports and Havre, Breme 
Hamburg, London and European arbitrary ports. 

Agreement No. 3780-1 between the Bank Line, Limited, Wilhe} 
Wilhelmsen, Lancashire Shipping Company, Ltd., Ellerman & Buck. 
nall Steamship Co., Ltd., the Ocean Steam Ship Company, Ltd., the 
China Mutual Steam Navigation Co., Ltd., Nederlandsche Stoomvaart 
Maatschappij ‘“‘Ocean,’’ Isthmian Steamship Company, Prince Line, 
Limited, American Pioneer Line (Roosevelt Steamship Co., Inc., Man. 
aging Operators), and Silver Line, Limited, revising Agreement No. 
3780, which provides for the apportionment of sailings and pooling of 
freight revenue in the Atlantic/Far East Trade, to record “The 
Philippines and China Pool’? as the name of the agreement, and t 
change the allowance for handling expenses on cargo oil (in bulk), 
Zypsum rock and scrap steel. 


Alameda, Rig, 


Agreements Canceled 


Agreement No. 333 between American-Hawaiian Steamship Com- 
pany and Aktiebolaget Svenska Amerika Linien, Swedish-America 
Line), which provided for the transportation of cargo on through bilis 
of lading from United States Pacific Coast ports to European ports. 

Agreement No. 334-B between American-Hawaiian Steamship 
Co. and’ Norwegian-American Line (Den Norske Amerikalinje A/S), 
which provided for the transportation of cargo on through bills of 
lading from United States Pacific Coast ports to Scandinavian ports 

Agreement No. 930 between Pacific-Atlantic Steamship Company 
(Quaker Line) and Dollar Steamship Lines, Inc., Ltd., providing for 
the transportation of cargo under through bills of lading from United 
States North Atlantic ports to ports in the Orient. 

Agreement No. 931 between Dollar Steamship Lines, Inc., Ltd, 
and Pacific-Atlantic Steamship Company (Quaker Line) proviilin? 
for the transportation of cargo under through bills of lading from 
the Orient to U. S. Atlantic ports. 

Agreement No. 2043 between Kokusai Kisen Kaisha and Pacific- 
Atlantic: Steamship Company (Quaker Line) providing for the trans- 
portation of cargo under through bills of lading from Far East and 
Oriental ports to U. S. Atlantic Coast ports. 

Agreement No. 2473 between United Ocean Transport Company, 
Ltd., and Pacific-Atlantic Steamship Company (Quaker Line) pro- 
viding for the transportation of cargo from Japan to U. S. Atlantic 
ports. 

Agreement Disapproved 

Agreement No. 1456, as amended, between Black Diamond Steam- 
ship Corporation, Compagnie Maritime Belge (Lloyd Royal) S. A. 
N. V. Nederlandsch-Amerikaansche Stoomvaart-Maatschappij (Hol- 
land-Amerika Lijn), and Red Star Line (Societe Anonyme de Navi- 
gation Belge Americaine) and Arnold Bernstein, relating to shipments 
of unboxed rolling material between North Atlantic United States and 
Canadian ports and Belgian, Dutch and German ports. 


INTERCOASTAL CARGO CHARGES 


Additional complaints seeking reparation on account of the 
imposition of assembling and distributing charges on_inter- 
coastal shipments, filed with the Shipping Board Bureau, follow: 
No. 268, American Brass Co. vs. American-Hawaiian Steamship 
Co. et al.; No. 269, Anaconda Wire & Cable Co. vs. Same; No. 
270, General Chemical Co. vs. Same; No. 271, Badger Rubber 
Works vs. American Line Steamship Corporation (Panama Pa- 
cific Line); No. 272, Same vs. Luckenbach Steamship Co., Ltd.; 
No. 273, Same vs. Dollar Line, Inc., Ltd.; No. 274, Same vs. Amer- 
ican-Hawaiian Steamship Co.; No. 275, Fisk Rubber Corporation 
vs. Dollar Line; No. 276, Same vs. American-Hawaiian; No. 277, 
Same vs. American Line (Panama Pacific Line); No. 278, Same 
9 — Mail (Grace Line); and No. 279, Same vs. Lucken- 

ach. 





COLOMBIAN COFFEE RATES 


The Port of New York Authority has asked the Shipping 
Board Bureau for permission to intervene in No. 94, Boston 
Port Authority vs. Colombian Steamship Co., Inc., et al., and 
No. 183, Commonwealth of Massachusetts vs. Same et al. The 
intervening petition asserts that the complaints assailed and 
involved the rates on coffee from ports in Colombia to New York 
and that therefore the petitioner has a vital interest in the 
matters at issue. 
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N. A. PASSENGER TRAFFIC 


Indications that American shipping companies are facing 
, dificult problem in handling the returning westbound traffic 
from European ports as the present season draws to a close 
has come to light in figures made public by the United States 
Shipping Board Bureau. A survey just completed by the Bureau 
reveals that for the months of May, June and July of this year 
over 130,000 persons were transported to European ports. Only 
about 56,000 of these tourists have returned to the United States, 
thus leaving approximately 74,000 tourists who will require west- 
pound sailing accommodations during the brief period remain- 
ing before the end of the season. 

To accommodate the demand for eastbound passage, 12 na- 
-MBitions have participated with 107 vessels, of 1,704,000 gross tons, 
gland MM offering almost daily service to European ports. On Saturday, 
June 29, over 14,000 set sail from New York as compared with 
9075 for the corresponding Saturday of last year. 

Not since 1929, the survey shows, has the American shipping 
industry enjoyed such a large business in transporting eastbound 
trans-Atlantic passengers. The present facilities of the Amer- 
ican steamship companies have frequently been taxed to capacity 
and some lines report they have been forced to turn away hun- 
dreds of passengers because of insufficient tonnage to meet the 
demand. The annual movement of American tourist traffic 

reaches its peak in the five month period from May to October. 
ros Among the many surprises this survey has revealed is the 
— growing popularity of American cabin liners and combination 
t No vessels over the superliners of foreign registry, and their greater 
ng ot efficiency with respect to comparative tonnage and available 
nd to passenger space. This is evidenced by the fact that they not 
ulk) only carry proportionately more passengers for their available 
accommodations than do any of their principal foreign com- 
petitors, but are carrying more for each 1,000 net registered tons 
of the vessel. For example, British-flag lines control about 
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rica 37 per cent of the passenger accommodations but carry only 
bilis 27 per cent of the passengers, whereas American lines control 
abit only 8 per cent of the space but transport over 11 per cent of 
\/S), the traffic. 
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any MONEY FOR FLORIDA CANAL 

ited The Works Progress Administration announced Sept. 3 that 


President Roosevelt had approved an allotment of $5,000,000 
dine to the army engineers “for the preliminary construction work 
rom on a sea level ship canal across Florida.” Half a million each 
has been allotted to clearing the right of way, housing and shops, 
“a and bridge foundations. The rest of the money has been allotted 
and to excavation in the central areas. 


The announcement of the allotment follows: 


atd., 


ny, 
ro- 


tie information announced today 


allotment of $5,000,000 to the 


The division of applications and 
that the President has approved an 
corps of engineers, war department, for the preliminary construc- 
tion work on a sea level ship canal across Florida. The canal will 
n- extend by way of the St. Johns River from its mouth to Palatka, 


A., thence, by way of the Oklawaha and Withlacoochee Rivers, entering 
o1- the Gulf near Port Inglis, thus connecting the Atlantic and the Gulf 
ri- of Mexico. 

its _ The new canal will provide a shorter and safer route for ocean- 
nd going vessels, saving from one to two and one-half days, and rep- 


resenting an costs estimated at 
$7,500,000. 

_ Clearing right of way, housing and excavation in Central Florida 
will absorb a large portion of the local relief load and also workers 
from transient camps and adjacent states, it ,is stated. Work will 
be started immediately. 

le the allotment will be expended as follows: Clearing right-of-way, 
- $900,000: housing, shops, storehouses and minor structures, $500,000; 
: excavation in central areas, $3,500,000; bridge foundations, $500,000. 


annual saving in transportation 


p President Roosevelt, at his press conference August 30, said 
that the government would probably spend about $4,000,000 in 
Widening and deepening natural water courses which would be 
used in the event the trans-Florida ship canal were authorized. 
He said that Senator Fletcher and other Florida men had asked 
that about $15,000,000 be taken from the work-relief fund for 
og purpose but he said that the expenditure would not be 
so large. 


CUSTOMS ENTRIES IN LAST YEAR ° 


The number of vessels entering through the various custom 
houses of the United States aggregated 67,032 in the fiscal year 
1935, an increase of 3.7 per cent over the total for the preceding 
fiscal year (64,636), the Bureau of Customs has announced. 


The term “entering,” as used by customs Officials, refers to 
the filing of certain specific documents with the collector of 
customs within a short time after the arrival of the vessel at 
a port. All vessels, whether of foreign or domestic registry, 
arriving in this country direct from foreign ports are required 
to make entry at a customhouse. In addition, all foreign vessels 
Plying between American ports for the purpose either of secur- 
ing further cargo or of unlading residue cargo, are required to 
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make entry at each port of call. American vessels if registered 
for foreign trade, or if they carry any foreign cargo in bond, 
are likewise required to make entry at each port of call. . 

The total number of vessels entering direct from foreign 
ports in the past fiscal year was 28,938, an increase of 5.4 per 
cent over the number of such vessels during the previous fiscal 
year. The net tonnage of these vessels shows an increase over 
the previous year from 61,599,596 during 1934, to 62,446,382 dur- 
ing 1935, an increase of 1.4 per cent. 


SHIPPING BOARD HEARING 


The Shipping Board Bureau of the Department of Com- 
merce has postponed to a date and place to be hereafter fixed, 
the hearing set for September 6 at Boston, Mass., in No. 94, 
Boston Port Authority vs. Colombian Steamship Co., Inc., et al., 
and No. 1838, Commonwealth of Massachusetts vs. Same. 








DANGEROUS CARGOES 


The President has signed H. R. 8598, passed by the Senate 
in the closing hours of the last session of Congress, relating to 
the inspection and regulation of vessels engaged in the trans- 
portation of inflammable explosives. (See Traffic World, August 
24, p. 320.) 


LIABILITY OF SHIPOWNER 


President Roosevelt has signed S. 3446, defining the liability 
of a shipowner, which was passed in the closing days of the 
recent session of Congress (see Traffic World, August 24, p. 
330). 


EXTENSION OF WATERWAYS ACT 


The President has signed S. 1994, extending the inland 
waterways act to the Snake, Sacramento and Savannah Rivers 
(see Traffic World, August 31). 





Digest of New Complaints 





No. 27106. Connor Lumber and Land Co., Merrill, Wis., vs. Ann Arbor 
et al. 

Rates, saw dust, Laona, Wis., to Springfield Gardens, N. Y., and 

Newark, N. J., in violation of section 1. Asks new rates and rep- 


aration. (J. W. Goodman, practitioner, 7062 Plankinton Bldg., 
Milwaukee, Wis.) 
No. 27108. Borden Sales Co. et al., New York, N. Y., vs. Arcade & 


Attica et al. 

Rates, powdered miik, Adell, Clintonville, Columbus and Marsh- 
field, Wis., to points in Ky., Mass., N. H., N. Y., Pa., and R. I. 
in violation of sections 1 and 4. Asks new rates and reparation. 
(Cc. S. Decker, practitioner, 350 Madison Ave., New York, N. Y.) 

No. 27109, Gentile Brothers Co., Cincinnati, O., vs. St. L.-S. F. et al. 

Rate, peaches, Goodway, Ala., to Cleveland, O., in violation of 
section 1. Asks that carriers be authorized to waive collection 
of undercharges to the basis of a rate of $1.05 a 100 pounds. (J. B. 
Carr, t. m., 27 West Front St., Cincinnati, O.) 

No. 27110, Ingram-Richardson Mfg. Co., Frankfort, Black 
Mountain Railway et al. 

Rates, feldspar, Burnsville and Minpro, N. C., and Erwin, Tenn., 
to Frankfort, Ind., in violation of sections 1, 3 and 4, the undue 
preference alleged being for competitors both east. and west of 
the complainant. Asks rates and reparation. (L. V. Brandt, 1018 
S. Wabash Ave., Chicago, Ill., and Charles Schwartz, atty., 134 
N. La Salle St., Chicago, Ill.) 

No. 27111, Hercules Clothing Co., Columbus, O., vs. Southern et al. 
Rate, cotton piece goods, Winston Salem, N. C., to Columbus, 
O., in violation of sections 1 and 6. Asks rates and reparation. 
(G. M. Stephen, commerce atty., 19 South Wells St., Chicago, 
Til.) 

No. 27112, Big Fork & International Falls Railway Co. et al., St. Paul, 
Minn., vs. Great Lakes Transit Corporation et al. 

Divisions of lake-rail, rail-lake and rail-lake-rail rates in vio- 
lation of section 1(4). Ask just, reasonable and equitable divisions, 
the allegation being that the lake lines have refused to make 
such divisions. (A. H. Lossow, Conrad Olson, P. F. Gault, J. N. 
Davis, J. P. Plunkett, R. J. Hagman and M. L. Countryman, Jr., 
attys., Northern Pacific Railway Bldg., St. Paul, Minn.) 

No. > American Salt Corporation, Lyons, Kan., vs. A. T. & S. F. 
et al. 

Rates and charges, salt, Lyons, Kans., to points in Okla., Tex., 
New Mex. and other states in violation of sections 1, 3 and 4, 
the undue preference alleged being for salt producers at Kan- 
apolis, Hutchinson and Anthony, Kan. Ask new rates and rely 
aration. (W. T. Hickerson, trf. dir., 542 S. Dearborn, Chicago, Ill.) 

No. 27114, Bohemian Breweries, Inc., Spokane, Wash., vs. Great 
Northern et al. 

Rates, malt, Manitowoc and Milwaukee, Wis., to Spokane, Ta- 
coma and Walla Walla, Wash., and from Red Wing, Winona, 
and Minneapolis, Minn., to Boise, Ida., Spokane, Tacoma and 
Walla Walla, in violation of section 1. Ask new rates and rep- 
aration. (J. V. Lanser, for Columbia Breweries, Inc., one of the 
naman and Edward F. Cody, 1514 South 28th St., Omaha, 
Neb.) 

No. 27115, Carbon 
Albany et al. 

Rates, bituminous coal, Heisley, Pa., to Westboro, Mass., divert- 
ed to Saxonville, Mass., in violation of sections 1 and 6(7). Asks 
reparation. (Leonard F. Leighton, pres., 80 Federal St., Boston, 

Mass.) 


Ind., vs. 


Coal & Coke Co., Boston, Mass., vs. Boston & 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
I nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 
The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 
No attention will be paid to anonymous communications or questions 
from non subscribers. 
Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


(OOo Ons Ore Boo rene Poor Ore ena Soe er Per Bor Berar Goe Be Bor Bor Ber Ber Bee Srr Ber Ber or O98 B00 Wo Orr or Beer Oe Oe 0 @ 


Advancing Charges to Connecting Line—Lien for Advances 


Michigan—Question: On certain waybills the demurrage, 
which accrued while cars were being loaded, was put on as 
advance charges. Consignee refused to pay, and connecting 
line filed claim with originating carrier for the amount advanced. 
The connecting carrier quotes as follows: “The Interstate 
Commerce Commission has ruled that consignee is not obliged 
to pay demurrage charges accruing on a shipment prior to 
the execution of bill of lading, and which are not part of the 
bill of lading contract.” Will you kindly advise us your opin- 
ion of the matter? 

Answer: The custom of advancing freight and other 
charges by a succeeding to a preceding carrier is one of practi- 
cal necessity under the practice and law governing the issuance 
of through bills of lading covering interline shipments. Were 
it not for this practice or usage, each carrier, which has a 
lien on the shipment for its charges, would be put to the task 
of either collecting its proportion of the charges in advance or 
holding the shipment in the exercise of its lien, at junction 
point, pending payment of its charges before passing shipment 
on to the next carrier. In the case of a shipment moving over 
the lines of various carriers such a practice might well result 
in very slow dispatch. The practice has grown up, therefore, 
of each preceding carrier realizing its charges out of the next 
succeeding carrier, through the means of advances, and the pre- 
ceding carriers virtually transferring their liens to the deliv- 
ering carrier, thereby enabling it to enforce payment of all 
back charges, as well as its own, by withholding delivery of 
the shipment until they are all paid. This right to hold—a 
lien—is one against the shipment itself. It does not go into the 
equities of consignor and consignee as to which of them is 
obliged to pay. 

In Southern Pacific vs. Larribee, 132 Pac. 205, the delivering 
line sued for the amount of advances. The defendant contended 
it did not owe the Southern Pacific for C. R. I. & P. charges. 
The court said: 


Judicial notice will at all events be taken of the fact that, in 
case of shipments involving the services of connecting carriers, if the 
charges are not prepaid, they are collected in a lump sum by the 
final carrier prior to delivery. 


It held the delivering line could maintain the action for the 
advances, either for its own account or as agent for the pre- 
ceding carrier. 


In Bennett Bros. Lumber Co. vs. Robinson, 159 Fed. 910, 
the railroad advanced the steamer charges to the steamship line 
and sought collection therefor from the consignee. The court 
held the railroad on paying the steamship line’s charges be- 
came subrogated to the steamship company’s lien against the 
goods for the amount the railroad had advanced to the steam- 
ship line. In Converse Bridge Co. vs. Collins, 24, So. 561, the 
court said that the last of several connecting carriers may un- 
doubtedly pay the charges due to the previous carriers, and 
have a lien for and collect from the consignee not only his 
own compensation, but also the amount of back charges so paid. 

In Grand Trunk Ry. Co. vs. Satuloff, 182 N. Y. S. 81, the 
court held that the delivering carrier is accountable to the pre- 
ceding carriers of their uncollected charges and that it has a 
duty to collect them. In Central of Georgia Ry. Co. vs. Lovell, 
180 N. Y. S. 922, the court held that the right of the deliver- 
ing carrier to enforce its lien for all accrued charges was in- 
dependent of the question of who owed them or who owned 
the shipment. 

The law imposes the duty on the carrier to collect the 
charges. In the instance you cite the originating carrier col- 
lected from the delivering carrier and in turn gave the latter its 
lien for that amount. It is therefore not outstanding, neither 
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does it owe the delivering carrier anything, but the latter }, 
the duty to collect the full amount from the consignor jf 4 
consignee will not pay. 

In Cent. of Ga. Ry. Co. vs. Lovell, 180 N. Y. S. 922, ang, 
Shapiro vs. B. & M, 99 N. E. 459, the court held it to be 4 
delivering carrier’s duty not to relinquish possession of the gooy 
which releases the lien to secure the back charges until gyq 
charges have been paid in full. 

That the carrier by rail has a lien on the goods for 4 
murrage as well as freight charges, is clearly shown by the cagq 
cited in 4 Ruling Case Law, sec. 327. These authorities shy 
that the carrier may proceed against the shipment for the py 
pose of realizing such lien, selling it if necessary. 

While we do not believe the consignee could be compelle 
to pay this demurrage charge subsequent to delivery of th 
shipment, inasmuch as it has no notice that demurrage hay 
accrued at point of origin, and, therefore did not impliedly agre 
to pay such charges by accepting delivery of the shipmey 
(Davis, Director-General vs. Akron Feed & Milling Co., 296 Fe 
675, yet the delivering line was in position to, and should hay 
enforced the lien for the demurrage which it advanced. Failin 
to do this, its recourse is against the consignor, not the precej. 
ing carrier. 


Freight Charges—Liability of Consignor for Freight and Demy. 
rage Charges Where Shipment Refused by Consignee 


Missouri.—Question: Sometime ago we shipped a car 4 
coal from A to B, sending it shipper’s order. When the cy 
arrived at destination the party for whom it was intended wa 
not in financial position to pay the sight draft and lift the bij 
of lading. He advised the railroad agent that this would 
taken care of. Some three or four days after arrival consigne 
paid the draft, after which he did not have funds to pay th 
freight charges and demurrage, although he notified the carrie 
that he would shortly do so. Several days after we have re 
ceived payment for the car, the consignee, still being unable t 
pay the freight charges and demurrage, assigned the car to the 
carrier, who sold it for less than accrued freight charges ani 
demurrage. Consignee became bankrupt and went out of busi 
ness and the railroad has asked us to pay the difference, of ap 
proximately $75.00 between the amount realized in the sale oj 
the coal and the accrued freight and demurrage charges. 

Is there any way in which we could have protected ow: 
selves against this contingency? After the consignee had pail 
our draft and lifted the bill of lading, we do not see that we 
had any control over the situation, or that the carriers were 
guilty of any negligence in allowing demurrage to accrue since 
they had been assured by the consignee that he intended to 
take the shipment. 

Kindly let us have your views in the matter. 

Answer: As the party who entered into the contract of 
shipment you are, in our opinion, liable for the freight and 
demurrage charges which accrued by reason of the inability of 
the consignee to accept the shipment. 

A carrier cannot compel acceptance of a shipment by a cor- 
signee, nor can the carrier collect its freight charges from a 
consignee who fails or refuses to accept delivery of a shipment, 
as acceptance of a shipment by the consignee is a condition 
precedent to liability for freight charges, also demurrage charges, 
on the part of the consignee. 

The payment of the seller’s invoice by the purchaser does 
not affect the right of the carrier to collect its lawful charges 
from the party with whom it contracted to transport the ship- 
ment. 

We know of no way in which a seller may protect himself 
except by including the charges in the amount of his invoice, and 
then, of course, whether he would be protected would depend 
upon whether, as in the instant case, the consignee paid the 


seller’s draft covering the purchase price of the goods plus the 
freight charges. 


Forwarding Agents—Assessment of Emergency Charges 


New York.—Question: Carloading companies are assessing 
the emergency charges and in a great many instances are truck- 
ing to various destinations. 

We are wondering if we are within our rights to refuse to 
pay the emergency charge when the movement is totally by truck. 

Answer: In as much as the charges of a forwarding com- 
pany are not required to be filed with the Interstate Commerce 
Commission, as is true of common carrier subject to the Inter- 
state Commerce Act, in which event its charges may not be 
varied from, whether carloading companies may assess the 
amounts which represent the emergency charge assessed by 
rail carriers subject to the Interstate Commerce Act depends 
upon the nature of the contract entered into with the carloading 
company, that is, it depends upon what the terms of the contract 
are as to the compensation which is to be paid the carloading 
company for the transportation of the goods. 
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if there is nothing in the contract of shipment to the con- 
rary the carloading company may assess, in addition to its 
narges Which are made with relation to the rates of the common 
arriers, amounts which represent the emergency charges which 
have been authorized by the Interstate Commerce Commission 
for application in connection with the rates of common carriers 
published and on file with Interstate Commerce Commission. 


State Versus Interstate Traffic 


Georgia.—Question: Referring to your answer to Georgia, 
on page 156 of the Traffic World for July 28, 1935. 


Additional facts regarding the shipments into Fernandina 
are as follows: The inbound movement occurred during 1932 
and 1933, the material, after manufacture, being placed in huge 
storage bins and withdrawals made from time to time as sales 
were consummated. Records show that on August 31, 1933, 
more than 1,000 tons remained on hand of the material placed 
in bins prior to October 8, 1932. The January 1, 1935, record 
shows the 1932 material still on hand with nearly 1,000 tons of 
1933 shipments. This latter report discloses nearly 2,000 tons of 
the unmanufactured wet material, which arrived during Septem- 
ber, 1934, as being on hand awaiting a revival of business to 
warrant its manufacture into a finished product. 


Don’t these facts prove conclusively that the movement to 
Fernandina is strictly intrastate? It is certainly parallel to the 
movement of logs into Milldale, Fla., for conversion into lumber 
for subsequent shipment to world markets, and on which intra- 
state rates are assessed when delivered to consignee at Milldale. 

Court and Commission citations in support of our conten- 
tions will be appreciated. 


Answer: It seems apparent from the facts you set forth, 
that at the time the shipments moved into the storage point, 
there was no original and continuing intention that the goods 
should move through from point of origin via the point of storage 
to a destination beyond the storage point. Unless at the time a 
shipment from point of origin, a destination beyond the storage 
point has been determined upon as the final destination of the 
shipment and the stop at the storage point was only temporary 
in character, the movement to the storage point, if from a point 
in the same state as that in which the storage point is located 
or the movement beyond the storage point, if to a point in the 
same state as that in which the storage point is located, is intra- 
state and not interstate in character. 


The facts in the decision of the Supreme Court of the United 
States in the case of Atlantic C. L. R. Co. vs. Standard Oil Com- 
pany of Kentucky, 275 U. S. 257, 48 S. Ct. 107, clearly show that 
there must be an intention at the time the goods move into the 
storage point to transport a given portion of the goods which 
move into the storage point to a particular destination beyond 
the storage point, if the interstate rate is to be assessed on the 
shipment out of the storage point which moves to a destination 
within the state in which the storage point is located. 


Tariff Interpretation—Application of Export Rate on Shipment 
Which Is Stored at One Port and Exported Via Another Port 


Kansas.—Question: We would like to have your opinion of 
the following together with any cases in point: 

A car of flour is shipped from A to B for export. On arrival 
at B car is refused and is unloaded and placed in storage. Later 
it is resold and reshipped from B to C for export. Both B and C 
are ports of export in Texas and flour was exported through C. 
Per Tariff I. C. C. 328, Item 3510, rate of 744 cents was assessed 
from B to C, 

The controversy is whether or not rate from A to B should 
be the export rate as carried in I. C, C. 12185, or the domestic 
rate carried in I. C. C. 2371. 

It is our contention that since the rate in Item 3510 of 7% 
cents is by reference to Item 20, a proportional rate applicable 
on shipments originating outside the state, either domestic or 
export, that the export rate from A to B is properly applicable, 
plus 7% cents to C. Reference to Item 20 was cancelled effec- 
tive July 1, 1935, but tonnage from origin originated prior to 
that date. However, carrier refuses to go beyond B in applying 
the 7% cent rate, claiming it is strictly an intrastate move. 
Please advise. 

Answer: Whether or not the export rate from A to B may 
be applied on the shipment depends upon whether there was con- 
tinuity of movement from A to C, the port from which the ship- 
ment was exported. Likewise the application of the propor- 
tional rate from B to C is dependent upon whether there was 
continuity of movement from A to C, as proportional rates are 
not applicable to a shipment which was come to rest at the point 
from which the proportional rate to final destination applies. 

In the absence of transit at B, it seems apparent that the 
shipment came to rest at B where it was placed in storage and 
that therefore the movement from B to C was separate and 
distinct from the movement from A to B. If so, the local rate 
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from B to C and the domestic rate from A to B is applicable 
on the shipment. 


Liability of Carrier for Negligence in Transportation of Live 
Poultry 


Montana.—Question: Consignee forwarded a carload of live 
poultry in charge of an experienced caretaker. Shipment moved 
in early September, destined to a southern California market. 
Upon arrival at one of the carrier’s division points en route, 
the poultry car was left hemmed-in between other box cars in 
the railroad yard despite excessive femperature and humidity 
at said point. Several carloads of livestock were accorded im- 
mediate switching service and unloaded at stock yards. The 
caretaker finally located the yardmaster who, upon being ap- 
prised of the untenable location of the poultry car, expressed 
complete ignorance of the situation. When the car was finally 
switched to an open area the injury to the lading had been 
accomplished. No loss had occurred prior to arrival at this point, 
but a heavy death toll resulted immediately thereafter. 

The carriers have consistently declined any adjustment, 
denying mishandling or negligence. There is no question re- 
garding the caretaker’s handling or the condition of the poultry 
prior to arrival at said division point. 

Under such accepted facts is the carrier absolved from 
responsibility? 

Answer: It seems apparent from the facts set forth in your 
letter that there was negligence on the part of the carrier in 
the transportation of the carload of live poultry. A carrier is 
bound to use reasonable care to transport live poultry placed 
in its cars for shipment and will be liable for damage or for 
loss proximately resulting from its failure so to do. This rule 
applies in the case of live stock and other animate goods. See 
United States Express Co. vs. Council, 84 Ill, Ap. 491; Rick vs. 
Wells (Utah), 115 Pac. 91. 


Words and Phrases—Box Car Versus Refrigerator Car 


With reference to our answer to “Illinois” on page 288 of 
The Traffic World of August 17, 1935, we refer you to the fol- 
lowing definition of a Refrigerator Car, carried in Item 1125 of 


= 


Perishable Protective Tariff No. 8, I. C. C. No. 7: 


“Refrigerator: An insulated car equipped with ice bunkers 
and with means of ventilation. Designed primarily for use of 
chunk ice.” 


Tariff Interpretation—Scrap Iron 


Maryland.—Question: We are manufacturers and shippers 
of cast iron sectional steam and hot water boilers and quite 
often sections are returned to us by freight, due to being 
cracked in transit or other defects and being unable to satis- 
factorily weld them, they are reduced to fragrants at our plant 
and remelted. 


We have requested the shippers in all such cases to describe 
the shipments as scrap iron for remelting purposes only, in or- 
der to take advantage of the scrap iron rate, but the carriers, 
insist that, inasmuch as they are offered for shipment in the 
original form, they are not subject to the special scrap iron 
rates, even though we make affidavit that they are actually 
remelted. 

We find where the Interstate Commerce Commission in Rich- 
mond Radiator Company vs. C. & N. W. Railroad, 115 I. C. C. 
743, holds that the shipments must be reduced to fragments to 
come within the tariff of scrap iron. 

Can you find a later decison covering this material and, 
in your opinion, would not actual proof of remelting be sufficient 
to apply scrap iron rates? 

Answer: Whether or not an article may be shipped as 
scrap iron and entitled to the rate or rating thereon, depends 
upon the nature of the article and upon the tariff description 
of scrap iron. 

In Southern Scrap Material Co., Ltd., vs. N. O. G. N. R. 
Co., 159 I. C. C. 266, the Commission held that the complainant 
had not shown that a shipment had no value other than for 
melting purposes, on which shipment it was sought to apply the 
scrap iron rate on “scraps or pieces of steel having value for 
remelting purposes only.” 

In Richmond Radiator Co. vs. C. & N. W. Ry. Co., 115 
I. C. C. 748, the Commission held that the article shipped did 
not come within the tariff description of “scraps or pieces of 
iron or steel suitable for remelting purposes only,” in that they 
were shipped in their original form and had not been reduced 
to fragments, scraps, or pieces, so as to be useless for any 
purpose other than remelting, and stated that it is the nature 
of the article shipped, not the price for which it is sold or the 
use to which it is put, that determines whether the rate on 
scrap iron applies. 

In Wrought Washer Manufacturing Co. vs. P. M. Ry. Co., 
136 I. C. C. 703, the Commission in holding that the scrap iron 
rate was not applicable, said the complainant did not melt any 
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of the articles received, but reheated and rerolled about 30 per 
cent of them; that the balance of the inbound shipments were 
used for the manufacture of washers without employing the re- 
heating process; that the major issue in that case was the 
reasonableness of the rates on the classes of the material de- 
scribed therein and under consideration, but that they would 
first consider and dispose of the other issues presented. 

The Commission said that the complainant in that case con- 
tended the scrap iron rates were and are applicable on the 
material, but the official classification, governing in most in- 
stances, and the defendants’ commodity tariffs, defined scrap 
iron as “scraps or pieces of steel having value for remelting 
purposes only;” that although some of the material was re- 
heated and rerolled, it was generally conceded that this process 
by which the material is softened, but not reduced to a molten 
state, is not equivalent to remelting; that the material mani- 
festly had a recognized commercial value for purposes other 
than remelting, as indicated by the use which complainant made 
of it, and does not come within the definition of scrap iron as 
carried in defendant’s tariffs. 

In Ship Supply Co. vs. L. & N. R. R. Co., 139 I. C. C. 110, 
the Commission held that a shipment of used railway rails was 
entitled to the scrap iron rate in that recourse to the classi- 
fication definition having been expressly withdrawn, and there 
being no other tariff definition, it became a question of fact 
as to whether or not a given shipment of iron or steel consti- 
tuted scrap material. 

From the foregoing it will be seen that the article must 
in fact be scrap iron. and must conform to the tariff require- 
ments in order to be entitled to the scrap iron rate. 


Reconsignment—Liability of Carrier for Failure to Act 
on Shipper’s Reconsigning Instruction 


Pennsylvania.—Question: Early in April we consigned a 
carload shipment of machines to a point in southern California. 
A few days after the shipment had gone forward we notified the 
carrier to have the shipment diverted to San Francisco, Cali- 
fornia. They acknowledged our request, and stated that it 
would be taken care of promptly. 

Much to our surprise the shipment arrived at the original 
destination, and was unloaded by the consignee. Therefore, in 
order to satisfy our customer in San Francisco, it was neces- 
sary to reship part of the machines from the point in southern 
California to San Francisco, at a considerable cost in transpor- 
tation charges. 

We therefore would like to know if we can’t hold the car- 
rier responsible for the error or oversight, and collect the trans- 
portation charges from the point in southern California to San 
Francisco, which we would not have to pay had the carrier 
complied with our request to reconsign the shipment. 

Kindly let us have your opinion and any citation that would 
cover the case. 


Answer: In Humble Oil & Refining Co. vs. N. Y. C. R. Co., 
73, I. C. C. 331, the Commission held the initial carrier liable 
for negligence in failing to promptly transmit reconsigning in- 
structions, which failure resulted in an unnecessary back-haul, 
that shipment was overcharged to the extent that the charges 
exceeded those that would have applied had the shipment been 
reconsigned in accordance with the shipper’s instructions, and 
those which applied via the route the shipment moved. 


In Central Foundry Company vs. Southern Railway Co., 42 
I. C. C. 333, the Commission held the initial carrier liable for 
drayage charges resulting from the failure of the initial carrier 
to promptly forward the shipper’s request for diversion. 

It appears that the extra charges which occurred in the 
instant case were the proximate result of the carrier’s failure 
to consign the shipment in accordance with the reconsigning 
instructions, and that, therefore, under the principle of the de- 
cisions in the above referred to cases, the carrier is liable for 
the difference between the charges which would have accrued 
had the shipment been reconsigned in accordance with your 
instructions and the charges which were collected. 


Liability of Carrier for Loss Under Clear Seal Record 


Pennsylvania.—Question: Will you please advise us if a 
carrier can decline a loss and damage claim because the car 
moved through with a continuous clear seal record, and cite 
us cases where decisions have been made in favor of th2 shipper 
in spite of the clear seal record? 

It is our understanding that a clear seal record does not 
relieve a carrier of liability in cases of shortage. 

Answer: In so far as a bill of lading constitutes a receipt, 
that is, the part wherein is set out the receipt of the goods, the 
quality, quantity and condition, it may, like other receipts, be 
explaied, altered, varied or contradicted by parol evidence. St. 
Louis, etc., R. Co. vs. Citizens’ Bank, 87 Ark. 26; Sanford vs. Sea- 

(Continued on page 410) 


The Traffic World 


Vol. LVI, No 


| 
*@ 


Personal Notes 


L. G. Holt has been appointed local treasurer of the Wabag 
Railway at St. Louis, succeeding G. E. Francisco, who died. 

Herbert S. Jones, general agent, passenger departmey) 
C. B. and Q., Kansas City, has retired after 48 years of servig 
with that railroad. He has been succeeded by B. L. Gartsig 

J. L. Cahill has been appointed commercial agent for th 
Grand Trunk System, at Saginaw, Mich. 

R. F. White, member of the firm of Burford and White 
general counsel for the Louisiana and Arkansas, died at Shreve 
port, La., August 17. A. L. Burford has been appointed gener 
counsel. 

Donald Watson has been appointed Pacific Coast trai 
manager for the Pacific Coast Direct Line, intercoastal operator 


Doings of the Traffic Clubs 


Two of the speakers for the convention of the Associate) 
Tarffic Clubs of America in Indianapolis next month have bea 
announced. They are Harry A. Wheeler, president of the Rail 
way Business Association, chairman of the Transportation Con 
ference, and past president of the Chamber of Commerce of the 
United States, who will be the speaker at the banquet the eve 
ning of October 15 on the subject of government ownership of 
the railroads and what may be done to avoid it, and Luther 
Walter, well known commerce counsel, among whose clients is 
the National Industrial Traffic League, who will talk on the 
public interest in transportation regulation. 


The Birmingham Traffic and Transportation Club, which was 
the only club in the Associated Traffic Clubs of America to take 
adverse action on the resolutions adopted by that delegate body 
opposing the so-called railroad labor bills in the recent Congress, 
has adopted resolutions “deploring the policy of the national 
association in the passing of resolutions pertaining to any par 
ticular form of transportation, favorable or unfavorable,” and 
calls on it to “confine activity of future meetings to open forum 
discussions, the mutual exchange of ideas, and the dissemination 
of information to its members.” Officers of the association point 
out that it has not, for several years, proposed action on any 
subject that might be considered controversial among members 
of traffic clubs, resolutions having been referred to constituent 
clubs only in opposition to government ownership of transporta- 
tion agencies, in favor of the right kind of appointments to 
the Interstate Commerce Commission, and condemning the rail- 
road labor bills. The latter, they say, if they had been enacted 
into law, would have ruined the railroads and probably brought 
on government ownership, not only of the railroads but of all 
kinds of transportation agencies and many kinds of private 
business as well—the kinds that furnish materials and supplies 
to the railroads. 


Walter Bocksthaler, vice-president, Transportation Associa- 
tion of America, Chicago, will speak on “A New Transportation 
Era” at a dinner meeting of the Women’s Traffic and Transporta- 
tion Club of Baltimore at the Elks Club September 11. 


H. C. Griffith, electrical engineer, will describe the electrif- 
cation of the Pennsylvania Railroad at a dinner meeting of the 
York, Pa., Traffic Club, at the Country Club of York September 
12. 


The final golf outing of the season of the Miami Valley 
Traffic Club will be held at the Miami Valley Golf Club, Dayton, 
Ohio, September 12. Feature play will be for the club champion- 
ship trophy which will be defended by its present holder, C. P. 
Rhodes. There will be additional prizes. Dinner will be served. 


Activities of the Norfolk-Portsmouth Traffic Club will be 
resumed with a dinner meeting at the Monticello Hotel, Norfolk, 
September 26. The speaker will be Joe Marshall, special repre- 
sentative, freight claim division, Association of American Rail- 
roads, Chicago. 


The Traffic Club of Newark, N. Y., will hold a meeting at 
the Chamber of Commerce Auditorium September 9. Norman F. 
Titus, director, New Jersey State Chamber of Commerce, will 
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speak on “The Cost of Government in New Jersey.” The fir 
of the club’s traffic forums for the fall and winter season yw 
be held at the Newark Athletic Club September 20. “The Ry 
road March of Time,” a semi-dramatic presentation, in Whicy 
R. O. Van Steuben, Charles Milbauer, F. Birchett and C. EF, ty 
ney will take part, will be staged. The annual outing of i, 
fF -4% take place at the Shackamaxon Country Club, Wey 
field, N. J., September 26. 





The Pacific Traffic Association will hold an industrial nigy 
at the Palace Hotel, San Francisco, September 10. There Wil 
be a display of products by commercial firms. Walter Rho 
will present a skit called “Freight Solicitation.” There wil] , 
other entertainment. 


The Traffic Club of the Lehigh Valley will hold a dinng 
meeting at the Traylor Hotel, Allentown, Pa., September 1 
The membership committee has announced that the club no, 
has a membership of 197. 


The Motor City Traffic Club of Detroit will hold a clay 
and barbecue outing at Belvidere Park, September 15. Ther 
will be races and games in the morning, dinner at noon apni 
dancing, baseball and a bathing beauty contest in the afternoop, 





The educational committee of the Traffic Club of Peoria, 
Ill., held a luncheon meeting at the Creve Coeur Club Septem. 
ber 7 to make plans for the fortnightly study evenings of the 
club, which will be resumed September 16. Officers of the 
club and chairmen of its standing committees also attended the 
meeting. It was announced that the average attendance at the 
study sessions last spring was 85. 








F. J. Schillinger, freight claim agent, Wabash Railway, St. 
Louis, will be the speaker at a dinner meeting of the Trans. 
portation Club of Decatur, IIl., at the Hotel Orlando September 
10. There will be entertainment. 





The annual golf tournament of the Wyoming Valley Traffic 
Club will be held at the Irem Temple Country Club, Wilkes 
Barre, Pa., September 11. 


The bowling league of the Junior Traffic Club of Chicago 
will be organized at a meeting to be held at the rooms of the 
Traffic Club of Chicago, Palmer House, September 13. Play 
will be at Bensinger’s alleys each Friday evening. The handi- 
cap golf trophy of the club was awarded to Paul Swingle at the 
final golf tournament of the season, at Cog Hill Country Club, 
August 27. I. C. Frederickson was low gross for members 
with O. H. Griffin and A. H. Peterson tied for second low gross. 
Regular monthly meetings of the club were resumed Septenm- 
| ber 5, with a meeting at which several committee reports were 
| presented and at which there was entertainment. 








The opening fall meéting of the Transportation Club of 
St. Paul will be held in conjunction with a golf tournament at 
the Midland Hills Golf Club September 10. There will be fifty 
prizes for golf. The meeting will be held in the evening, after 
dinner. S. M. Low, chairman of the club’s golf committee, is 
in charge of arrangements. 











The Traffic Club of New England will celebrate its 25th 
anniversary with a dinner at the Copley Plaza Hotel, Boston, 
October 21. W. P. Libby, traffic manager, Plymouth Cordage 
Company, Plymouth, Mass., who was president of the club in 
1916, will be the speaker. His talk will be on the historical 
aspects of the doings of the club, on which he has been doing 
much research. Ex-presidents of the club will be guests of 
honor. 


The New York City Association of Passenger and Ticket 
Agents will hold an outing at Atlantic City September 28 and 
29. A Halloween dinner dance is being planned at the Hotel 
New Yorker for November 2. 





The season’s activities will start for the Traffic Club of 
New Haven, Conn., with a shore dinner at Wilcox Pier Restau- 
rant, West Haven, Conn., September 16. No business will be 
transacted. The evening is to be given over to entertainment. 
The first business meeting will be held at the Hotel Garde 
October 14. The topic for discussion will be “What Has Hap- 
pened in the Transportation World?” 





WABASH LABOR NEGOTIATIONS 


Members of the National Mediation Board and represente- 
tives of labor on the Wabash and of the company began nego- 
tiations, September 4, with a view to settling their differences 
without formal mediation and continued them the next day. 
They were begun at the request of the board after the labor 
organizations had issued strike orders. No conclusions were 
reached in the first two meetings. 
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Route LCL shipments via 


UNION INLAND 
FREIGHT STATION No. | 


Located in New York's amazing 
new distribution G. H. Q. 


THE PORT AUTHORITY 
COMMERCE BUILDING 


15th to 16th Sts.—8th to 9th Aves. 
MANHATTAN 


This station, maintained and operated by the 
trunk line railroads serving the Port of New 
York, has already effected sensational savings 
in trucking time and money, not only for the 
tenants who occupy the remarkable space in 
the building itself but for all other shippers and 
consignees who have been far-sighted enough 
to form the economical habit of using Union 
Inland Station No. 1 for both inbound and 
outbound L.C.L. freight shipments. 


Write for detailed information to 


THE PORT OF NEW YORK AUTHORITY 


Traffic Manager 
111 Eighth Ave., 
New York City 
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“Thank you for the time you have 
given me, Mr. Brown.” 


“Don’t thank me, sir. It was nice of 
you to drop in, and I certainly appre- 
ciate the information about crop and 
marketing conditions on the Union 
Pacific. Drop in any time. Always 
glad to see you.” 


@ Whether it’s market conditions, crop con-* 
ditions, general business conditions in all 
parts of the country, or shipping problems 
of your own business, Union Pacific repre- 
sentatives with offices in over 60 major cities 
throughout the country are at your service 
to assist you in every way possible. Call on 
them at any time. It is their pleasure to 
better serve you. 


Ship and Travel via Union Pacific 

For service or attention, call on or write to 

any Union Pacific representative or address 
R. R. MITCHELL, Freight Traffic Manager 


Union Pacific System 
Omaha, Nebraska 


UNION 
PACIFIC 


$09 
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UNITED 


AIR LINES 


again slashes time 
coast-to-coast!...with 
faster, quieter, improved 


~ BOEINGS 


Top speed 202 miles an hour— 
Cruising speed 189 miles an hour 
TO SAN FRANCISCO 





Shortest and fastest— 
Another hour off United's 
elia-relo WM oi Mena-laillelilmelite| 
daylight flights from New 
yi) York, Washington,  Pitts- 
burgh, Cleveland, Detroit. 


Close-up view of Boul- 


der Dam — 3 new faster 
services daily over Mid- 
Continent route. Optional 

visit both Los Angeles and 
Nola acolivelkieel ola el-ielt-y 


The most popular 


route — Fastest through- 
service from Eastern cities 
to the Pacific Northwest. 
See the scenic West by 
felon altelilMmeols me] Maia] oF 





* Fastest, shoriest between the East and 
most Pacific Coast cities, United’s service 
is backed by 80 million miles experience. 

For reservations: Any United Air Lines 
Ticket Office, Travel Bureau, or Western 
Union or Postal Telegraph Office. 
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QUESTIONS AND ANSWERS 


(Continued from page 406) 


board, etc., R. Co., 61 S. E. 74; Milne vs. Chicago, etc., R. Co, 
135 S. W. 85. Consequently the carrier is not conclusive) 
bound by the recital in the bill of lading as to the quantity of 
goods covered thereby. However, in an action for loss of , 
part of the goods, if you can prove conclusively that a certaiy 
quantity of goods was received by the carrier for transporta. 
tion and that the same quantity was not delivered at desting. 
tion, the burden then rests upon the carrier of proving that the 
loss occurred through some cause for which it is not liable 
as an insurer. Galveston, etc., R. Co. vs. Wallace, 223 U. §. 
481, 32 S. Ct. 205. It has been held that this rule applies not. 
withstanding that the car moved under so-called “clear sea] 
record.” See Baker vs. H. Dittlinger Roller Mills Co., 203 S. W. 
798; also Eckman Chemical Co. vs. C. & N. W., 185 N. W. 444. 
ALLEGHENY ADVISORY BOARD 


A broadening of the activities of the regional advisory boards 
will be under consideration at the meeting of the Allegheny 
Regional Advisory Board at the Fort Henry Club, Wheeling, 
W. Va., September 12. The board at that meeting will consider 
the report of its committee on expanded activities to be sub. 
mitted by A. R. Kennedy, chairman. Reports will also be 
received from the chairmen of 20 commodity committees and 
from representatives of 17 railroads. 

P. W. Johnston, superintendent of transportation, Erie Rail. 
road, Cleveland, Ohio, will lead a discussion of the average per 
diem plan. J. E. Cruise, manager of financial relations, Federal 
Housing Administration, Parkersburg, W. Va., will speak on the 
program of the FHA. L. G. Hults, traffic manager, United 
Engineering and Foundry Co., Pittsburgh, will report as chair. 
man of the executive committee, and J. L. O’Toole, assistant to 
the general manager, Pittsburgh and Lake Erie, Pittsburgh, will 
report as chairman of the railroad contact committee. The 
executive and railroad contact committees will meet at the 
Wheeling Country Club September 11. 

W. J. McGarry, manager, open car section, car service divi- 
sion, Association of American Railroads, Washington, D. C., will 
discuss general transportation conditions at the board meeting. 
At a luncheon to be held September 12 at the Fort Henry Club, 
J. J. Cornwell, general counsel, Baltimore and Ohio, former 
governor of West Virginia, will be the speaker. Charles Donley, 
traffic counselor, Pittsburgh, general chairman of the _ board, 
will preside. 





Docket of the Commission 





NOTE—Iitems in the Docket marked with an asterisk (*) have 
been added since the last issue of The, Traffic World. New assign- 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too late to show the change in this 
Docket will be noted elsewhere. 


September 9—Colorado Springs, Colo.—City Council Chamber, City 
Hall—Examiner Weems: 
27061—Holly Sugar Corp. vs. A. T. & S. F. et al. 
27005—Holly Sugar Corp. vs. Alton et al. 
aw 9—New York, N. Y.—Hotel Pennsylvania—Examiner Grif- 


n: 
“a Smelting & Refining Works, Ltd., et al. vs. S. I. R. T. 
et al. 


September 9—Kansas City, Mo.—Chamber of Commerce Rooms—Ex- 
aminer R. G. Taylor: 
27056—Brown-Strauss Corporation et al. vs. Alton et al. 
September 9—Milwaukee, Wis.—Hotel Wisconsin—Examiner Berry: 
26848—Meyer Burstein & Sons vs. A. & W. P. et al. 
September 10—Lexington, Ky.—Lafayette Hotel—Examiner McChord: 
27003 and Sub No. 1—Joseph Papania & Co. vs. A. C. L. et al. 
er 10—New York, N. Y.—Hotel Pennsylvania—Examiner Grif- 


n: 
27002—John Nix & Co. et al. vs. Railway Express Agency, Inc., et al. 
September 10—Kansas City, Mo.—Chamber of Commerce Rooms—Ex- 
aminer R. G. Taylor: 
27030—Kansas City Ice Co. et al. vs. A. T. & S. F. et al. 
September 10—Milwaukee, Wis.—Hotel Wisconsin—Examiner Berry: 
26963—Knauf & Tesch Co. vs. A. G. S. et al. 
September 11—Milwaukee, Wis.—Hotel Wisconsin—Examiner Berry: 
27007—Cumberland Fruit Package Co. vs. C. St. P. M. & O. et al. 
September 11—Louisville, Ky.—Brown Hotel—Examiner McChord: 
27016—John Sangalli vs. B. & O. et al. 
27020—Price Chemical Co. vs. L. & N. et al. 


opener 11—New York, N. Y.—Hotel Pennsylvania—Examiner Grif- 


n: 
27069—United States Shellac Importers Assn., Inc., vs. B. & O. et al. 
September 1#—Kansas City, Mo.—Chamber of Commerce Rooms—Ex- 
aminer R. G. Taylor: 
26795—Weyl-Zuckerman & Co. et al. vs. Alton et al. 
September 11—Washington, D. C.—Director Bartel: 
1. & S. 4072—Terminal alloWances at Ashland, Ky. 
September 11—Washington, D. C.—Examiner M. L. Boat: 
Fourth Section Application No. 16007—Coke, in carloads, from Bos- 
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ton, Mass., and stations on B. & M. in Boston switching limits 

to Portland, Cumberland Mills, Deering Junction, Westbrook and 

Woodfords, Me. 

september 11—Cleveland, O.—Statler Hotel—Examiner Worthington: 

: 99988—Austin Powder Co. vs. A. C. & Y. Ry. Co. et al. 

september 12—Albany, N. Y.—Public Service Commission Rooms—Ex- 
aminer Mattingly and Commissioner Mahaffie: 

99860—Albany Port District Commission vs. A. & W. Ry. et al. 

september 12—Washington, D. C.—Examiner C. K. Glover: 

Fourth Section Application 15742—Cottonseed between points in 
southern territory—Filed by J. E. Tilford. 

september 12—Salt Lake City, Utah—Hotel Utah—Examiner Weems: 
95980 and Sub. No. 1—Idaho Grimm Alfalfa Seed Growers’ Associa- 
tion vs. A. & R, et al. (further hearing). 

september 12—New York—Hotel Pennsylvania—Examiner Griffin: 
97037—Natural Products Refining Co. vs. C. R. R. of N. J. 

september 13—Toledo, O.—New Secor Hotel—Examiner Worthington: 
99990-—Owens-Illinois Glass Co. vs. C. R. R. of N. J. et al. 

september 13—Menominee, Mich.—Federal Bldg.—Examiner Berry: 
|. & S. 4097—Lumber between points in Official territory (2). 

september 13—Washington, D. C.—Examiner M. L. Boat: 

ards Fourth Section Application No. 15942—Alcohol liquors to New Or- 

z leans, La.—Filed by J. E. Tilford. 































































leny 
ine september 13—Lubbock, Tex.—Lubbock Hotel—Examiner Hagerty: 
ane, 23949—A mherst Elevator Co. et al. vs. A. T. & S. F. et al. MODERN 
an september 14—Detroit, Mich.—Hotel Ft. Shelby—Examiner Worth- TERMINALS and ECONOMY 
Sup. ington: 
) be 27060—A. J. Bloomgarden & Sons, Inc., vs. Penna. et al. = 
and september 16—Minneapolis. Minn.—Nicollet Hotel—Examiner Berry: - TIME pine MONEY both —" 
20999—Northwest Fruit & Produce So x Cc. & a CC P. All-Inclusive VIA SEATTLE” insures speediest 
— 26995—St. Anthony akota Elevator Co. vs. Great Northern. iti . . 
Rail- 1. & S. 4125 and lst sup. order—Transit on dairy products at Twin Facilities transit to and from the Orient. Seattle, 
Der Cities. nn es " — natural strategic gateway to China, 
eral september 1 nsing ch.—Federal Bldg.—Examiner Worthington: A 
the 7023—Ryon Grain Co. vs. Lehigh Valley R. R. et al. 4 Japan, Philippines, and Far East ports, 
ited J setember 16—Los Angeles, Calif.—Calif. R. R. Comm., State Bldg.— Reenesiineanes saves 2 days or more by water. The 
: xaminer eems: ra inenta ; 
wil 25296—Otis Gin & Warehouse Co. et al. vs. A. T. & S. F. et al. RAILROADS largest and finest ocean terminals on 
- to 26958—Otis Gin & Warehouse Co. et al. vs. A. T. & S. F. et al. the Pacific, plus expert handling facil- 
sa ores 16—Jackson, Tenn.—U. S. Court Rooms—Examiner Mc- 6 ties, insure the ultimate in service and 
e ora: 
the 26071—W'est Tennessee Shippers’ Association et al. vs. A. G. S. et al. 98 economy. 
September 16—Lincoln, Neb.—Cornhusker Hotel—Examiner R. G. 
” ont an. a te ae ae acentac OCEAN For Further Information Write to 
3 08—D. S. Keefe et al. vs. A. T. . F. et al. 
‘ill 22378—Romeo Stores Co. et al. vs. U. P. et al. (further hearing). LINES Pet a nea. 
1g. September 16—Washington, D. C.—Examiner G. L. Shinn: + P sea bled 
ib, Fourth Section Application 16012—-Coke, coke breeze, coke dust and 


- _ screenings from Ironton and New Boston, O., to Louisville, 
y. 

Finance No. 9952—Reorganization of the C. & E. 1. Ry. under the 

d amended bankruptcy act. 

Finance No. 9952—Chicago & Eastern Illinois Ry. Co. reorganization. 


SHORT ROUTE to the ORIENT 











WEEKLY SAILINGS 


to the 


ORIENT 


Surprisingly low fares to Japan, China, and the Philippines are in 
effect now on famous President Liners. These powerful, smooth- 
sailing ships leave New York and San Francisco (via Hawaii and 
the Sunshine Route) every week for Japan, China and the Philip- 
pines. You may stopover anywhere, then catch the next or a later 
President Liner. (Favorable exchange in the Orient makes stop- 
overs economical.) All staterooms are outside with comfortable 
beds. Outdoor swimming pool and roomy play-decks. For infor- 
mation, see your Travel Agent, or 







KNOW YOUR 
GEOGRAPHY 


If, in your business, you make frequent 
shipments to and from the Orient, it will 
pay you to study your map You will see 
that Seattle is the nearest United States 
port to the Orient and that shiyments sent via 
Seattle therefore reach their destination much 

quicker—saving days and dollars for you. 






































An American*Mail Line President Liner sails 
from Seattle every alternate Saturday; one 
arrives from the Orient every alternate Tues- 
day, regular as clockwork. 














In addition, a fleet of fast cargo liners augments 
this service with regular frequent sailings to 
Japan, China, Hongkong and the Philippines. 










For information, apply desk No. 6 




















® * 21 Went Btrast....ccccccesTiess New York 

D OLLAR Steamship ines 1714 Dime Bank Bldg............. Detroit 

110 So. Dearborn St............-- Chicago 

New York - CuHIcaco Union Trust Bldg. Arcade....... Cleveland 
San FRANCISCO and General Freight Office 

740 Stuart Building. .......cscecese Seattle 





other principal cities 





Fast Freight and Passenger Service 


Wi AMERICAN 
a ~ 3 MAIL LINE 





76 offices in 22 countries at your service 
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September 17—Houston, Tex.—Ben Milan Hotel—Examiner A. G,. 
erty: 


Fourth Section Application No. 15911—Binder twine from 
Galveston and Texas City, Tex.—Filed by F, A. Leland 

Fourth Section Application No. 15927—Binder twine from Louigj 
—Filed by F. A. Leland. 

Fourth Section Application 15988—Rates on binder twine, in » 
loads, from Houston, Galveston and Texas City Tex., to poj 
in Ill. territory. 

September 17—Washington, D. C.—Director Sweet: 

September 17—Washington, D,. C.—Examiner M, L. Boat: 
Fourth section application 15709—Petroleum products to Ng 

Plymouth, Mass.—Filed by W. S. Curlett. 

September 17—Moline, Ill.—LeClaire Hotel—Examiner Fuller: 
23226—Ayers Mineral Co. et al. vs. A. C. & Y. et al. 

September 17—Los Angeles, Calif.—State Bldg.—Examiner Ween 
27084—Globe Grain & Milling Co. vs. A. T. & S. F. et al. 

September 17—Minneapolis, Minn.—Nicollet Hotel—Examiner Ber 

26694—National Atlas Elevator Co. vs. Great Northern. : 


Hous 





























26741—Imperial Elevator Co. vs. Great Northern. 

26812—Hoover Grain Co. vs. Great Northern Ry. 

26827—The Tenney Co. vs. Great Northern Ry. 
September 17—Milwaukee, Wis.—Hotel Wisconsin—Examiner Worth 

ington: 

27066—Waupun Oil Co. et al. vs. A. & S. et al. } 

— 18—Sioux City, Ia.—Warrior Hotel—Examiner R. G. Tay. 
r: 


or: 
25675-—Booth and Olson, Inc., vs. C. M. St. P. & P. 
September 18—Los Angeles, Calif.—State Bldg.—Examiner Weems: 
26875—J. G. Boswell Co., Ltd., et al. vs. A. T. & S. F. et al. 
September 18—Minneapolis, Minn.—Nicollet Hotel—Examiner Berry 3 
1. & S. 4114 and ist sup. order—Seeds in Western territory. 

































MONEY FOR RAIL PENSION WORK 


President Roosevelt, at his press conferenc, August 30, an 
nounced that he had received an offer of any part of $1,000,000 
from D. B. Robertson of the International Brotherhood of Fire 
men and Engineers to be used by the President in setting wi 
machinery for the administration of the railroad retirement 
law, the money to be a loan from rail labor pending the making 
of an appropriation by Congress for that purpose. The Pregsi- 
dent told Mr. Robertson that under the law he could not accept 
the loan but that he thanked him for the “generous and patriotic 
offer.” 7 























REPRESENTATION OF EMPLOYES 


The National Mediation Board has certified that System 
Federation No. 18, Railway Employes Department, American Shit 
Federation of Labor, has been authorized to represent the adv 






















machinists, boilermakers, electrical workers, carmen, the helpers plu 

2e8. and apprentices of the foregoing, and the railway shop laborers, thr 

grehow including laborers under contract, on the Boston & Maine. The lof 

dec men board has also certified that the Brotherhood of Railroad Shop- \ 

on qa Truc crafts of America, System No. 5, has been authorized to repre- re) 
okers ait 2 , sent the blacksmiths, sheet metal workers, and their helpers and 
wise eratio™> apprentices, on that railroad. It has further certified that the 
m «acti d rhe Independent Brotherhood of Steam and Electrical Engineers and 
pinusias gacility Assistants has been authorized to represent the power house 

wer i ments- employes on that road. 

gpatch sch any jn- ee ¢ 

cally forDIe : Merchandise Storage ‘| . 

c eer Addres H * H Bu 

: Most Modern Warehouses in 7 

H = " H a 

: Chicago, Kansas City and Los Angeles : N 





J. RUSSELL WAIT 


Director of the Port 





iCROOKS TERMINAL WAREHOUSES: | ° 


: Storage and Distributing of Merchandise of Every Description! 
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TRAFFIC MANAGERS 


ATTORNEYS AT LAW 


HARRY C. AMES 











T. J. McLAUGHLIN 


TRAFFIC COUNSELOR 


Traffic 


Interstate Commerce and State Commission Cases and P ti m ican hiag ag 
T rtati Cos racticin uccessor to Keene mes 
“et ae Commerce 8 Formerly Atterney and Examiner 
815 Mills Bldg. before the Interstate Commerce Commission 


WASHINGTON, D. C. Specialists 


HENRY J. SAUNDERS 
Valuation CONSULTING ENGINEER 


Cost and Statistical A Matters Relating 
Experts 


Transportation Bldg., Washington, D. C. 


INTERSTATE 


Commerce Counsel and Attorney 


COMMISSION Southern Building 
WASHINGTON, D. C. 





nalyses— 
to Rates—Consolidations and Valuations 


643 TRANSPORTATION BLDG. Oklahoma City Office, Petroleum Bldg. 
WASHINGTON, D. C. Tulsa, Okla., 1503 E. 27th St. 
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